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GOVERNMENT OWNERSHIP 

Strictly speaking, government ownership of rail- 
roads is not an issue in the present political campaign, 
because the two leading parties have not made it so. 
Neither proposes government ownership or operation. 
But the La Follettes are for it and talk much about it; 
therefore, to the extent that they make it so and that the 
candidacy of their man is a factor, it is an issue. 

We hope and believe that few of our readers are 
for Mr. La Follete and we are confident that, if there are 
any, they are for him on other grounds than his advocacy 
of government ownership of the railroads and other 
utilities. We cannot conceive how any man who knows 
enough about transportation and is interested enough 
in it to make him a reader of a publication like ours, 
could take any stock in a proposal so unsound and so op- 
posed to the interests of business and the public. And 
yet it is well not to be too certain—and even if our 
readers do not need for themselves arguments against 
this economic fallacy, they may be able to use them in 
their debates with others. For these reasons we are 
printing in full the address of Herbert Hoover, Secretary 
of Commerce, broadcast by radio from Washington this 
week. It is one of the best expositions of the subject and 
one of the strongest arguments against government 
ownership that we have seen. 

It has been no where better illustrated than in this 
campaign that the persons who are for government 
ownership are usually either mere theorists who have not 
examined the matter from a practical point of view, or 
demagogues seeking an issue that may make a popular 
appeal. All that La Follette wants is an issue. He is 
an “anti.” If we now had government ownership of the 
railroads and La Follette thought he might attract at- 
tention and votes by advocating a return to private 
ownership, that is what he would be advocating. That 


is what we think of him. He is not only wrong in 
theory but he and his representatives have no regard 
for truth in their statements as to facts. This we have 
shown on numerous occasions, and we could have made 
them more numerous. Every time they state a trans- 
portation fact or figure they misrepresent it. One who 
tried to check them up at every turn could do little else, 
for their tongues are as prolific as they are twisted. 

Mr. Hoover, in his speech, is without bitterness but 
amply armed with facts and telling arguments. There 
is nothing particularly new in what he says but it is said 
with force and at a time when it should and will attract 
attention. He is especially interesting when he dis- 
cusses the postal service—the banner illustration used 
by those who advocate public ownership and who talk 
about government efficiency. Mr. Hoover says there are 
conclusive reasons why the postal service must remain 
a public function, but he also says that, though it car- 
ries the mails well, it does so at a cost of probably 
twenty-five per cent higher than private enterprise would 
do it. And he shows how the postal service is not op- 
erated according to business principles and how it is 
enabled to show a profit when there is no profit. 

The government’s experiment in the shipping busi- 
ness is also used by Mr. Hoover to show the futility of 
the government trying to conduct a business. It is, he 
says, costing the people over a hundred million dollars 
a year, not because of mismanagement by the Shipping 
Board, but because of the inherent fallacy of the system. 


MONEY AS AN ARGUMENT 

Some traffic clubs have stayed out of the national 
association and in others that have joined there still is 
heard objection on the ground that the traffic clubs are 
social and not business organizations. There is a more 
or less recent development in our economic life that may 
operate more effectively than the arguments put forth 
by those who favor the objects of the national associa- 
tion to change the avowed purposes of the clubs. The 
New York Traffic Club has been relieved of war tax on 
club dues on the theory that it is not a purely social or- 
ganization. The Chicago Traffic Club—though it long 
ago departed from the idea that it was purely social in 
character—has this week amended its constitution and 
articles of incorporation to express its real purpose so 
that its members may be relieved from the war tax on 
their dues and be able, perhaps, to obtain a refund on 
what has already been paid. The amount involved runs 
into the thousands. 
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INSURE PROMPT HANDLING 
PREVENT SHUT-OUTS 
FOSTER FOREIGN TRADE 


THE 


Gulf, Mobile & Northern Railroad 


has at Mobile, Ala., the ONLY railroad operated lighterage system at that Port. These lighters 
are modern in every respect and completely decked over to give full protection to such commodities 
as flour in sacks, sulphate of ammonia in bags, susceptible to damage from exposure to the elements. 
Cars containing export freight arriving at Mobile 5:00 a. m. are promptly placed alongside lighters, 
contents transferred thereto, lighters towed to vessels at piers or wharves, thus permitting sim- 
ultaneous loading from both water and land sides; also, delivery made to vessels lying in mid-stream. 
On a recent carload shipment containing sixty-nine tierces lard, delivery was made by lighter from 
car to ship in one hour and thirty-three minutes. This lighterage is performed by the G. M. & N. 
free of charge for the purpose of giving better service than can be obtained by switch movement, 
especially in times of congestion, and assisting shippers of export freight in reaching foreign 
markets with despatch. In order to receive advantage of these facilities, 


“ROUTE YOUR EXPORT FREIGHT: Via G. M. & N.” 


CONDENSED DAILY MANIFEST THROUGH FREIGHT SCHEDULES 





Example Example 
No. 55 by days No. 51 by days Connections 
8:00 a.m. Mon. 3:30p.m. Mon... .Lv. Bells, Tenn. L. & N. 
9:30 a.m. Mon. 4:55p.m. Mon... .Lv. Jackson, Tenn. I. C—M. & O.—N. C. & St. L. 
12:04p.m. Mon. 7:43 p.m. Mon... .Lv. Middleton, Tenn. Southern 
3:35 p.m. Mon. 11:01 p.m. Mon....Lv. New Albany, Miss. St. L. & S. F. 
7:44p.m. Mon. 3:18 a.m. Tues...Ar. Mathiston, Miss. C. & G. 
3:30 p.m. Tues...Ar. Meridian, Miss. A. G. S$.—Southern 
6:18 a.m. Tues. 12:50 p.m. Tues...Ar. Newton, Miss. A. & V. 
12:05 p.m. Tues. 12:10a.m. Wed....Ar. Jackson, Miss. A. & V. 
2:30 p.m. Tues. 2:30 a.m. Wed... .Ar. Vicksburg, Miss. V.S. & P. 
7:15 a.m. Wed. 5:30 p.m. Wed... .Ar. Shreveport, La. Diverging lines West 
9:30 a.m. Tues. 3:45 p.m. Tues.. .Ar. Laurel, Miss. N. O. & N. E. for New Orleans and West 
10:00 p.m. Tues. 1:05a.m. Wed... in Dew Ot L Diverging lines West—All 
5:40a.m. Wed.. . NOW WEGMS, 1A. Steamship Lines 
5:00 a.m. Wed... .Ar. Mobile, Ala. L. & N.—M. & O.—Sou.—All Steam- 


ship Lines 


Second morning arrival from Memphis; third from St. Louis; fourth from Chicago, Kansas City 
and Wichita; at Mobile and New Orleans, and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwest- 
ern and Pacific Coast territories. 


Daily Merchandise cars from Chicago, St. Louis and Memphis 
Weekly Refrigerator cars from Chicago 


Chicago, Ill. 
E, 


to Meridian, Laurel and Mobile 


Memphis, Tenn. 
L. Mountfort, A. T. M. TRAFFIC AGENCIES: M. Lamon, D. F. A. 
Meridian, Miss. 
Oath Dane, D. F. Ae MOBILE, ALA. LL. Lapp, D. F. A. 
ee ee ns J. A. JACKSON, Ass’t Traffic Manager ee yi ee 


(In Charge of Imports and Exports) 


W. H. Askew, A. G. F. A. 
C. H. Dege, Jr., D. F. A. 


Kansas City, Mo. 
J. 8. Chartrand, D. F. A. 
Los Angeles and San Francisco 
M. F. Smith, P. C. A. 


Pittsburgh, Pa. 
W. R. Tice, C. A. 
St. Louis, Mo. 
W. O. Lewis, D. F. A. 


“THE ROAD OF SERVICE” 
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No doubt other clubs will follow this lead, if they 
have not already taken similar action. It is a purely 
utilitarian motive, but it is to be welcomed if it operates 
to arouse the clubs from the idea that they are or ought 
to be purely social institutions. They have a duty to 
perform and an opportunity to perform it. Perhaps those 
of them that do not realize their obligations and oppor- 
tunities will begin to realize them, once they see them 
expressed in language in the club constitutions, what- 
ever the motive that leads to the change in language. 


SHIPPING BOARD POLICIES 


Never since its organization has the United States 
Shipping Board functioned in a way to inspire a great 
degree of public confidence. Even now its members do 
not seem to be in agreement as to policies—witness a 
statement by Commissioner Lissner and a speech by 
Commissioner Plummer, of the Shipping Board, pub- 
lished elsewhere. Mr. Plummer addresses himself to the 
question of giving Shipping Board vessels to private 
persons who would agree to operate them for five years. 
He says that many persons who advocate this policy may 
be honest, though ignorant, but that the source of the 
suggestion is to be found in the offices of the board’s 
shipping competitors, both manufacturers and shipping 
men, who desire a return to the days when they held the 
foreign business of this country in their control and 
limited it largely to competitive cargoes. The sugges- 
tion, he says, amounts, in effect, to a proposal that this 
country get off the seas in five years, instead of im- 
mediately, since it is obvious that private interests, if 
they cannot buy the government vessels at the low price 
at which the government is offering them now, certainly 
could not afford to replace them at builders’ prices when 
the ships were worn out. 


And yet Mr. Lissner advocates a further liberaliza- 
tion in the ship sales policy of the board, pointing out 
that, even if we gave our ships away—which he does 
not suggest—with a guaranty for their operation for five 
years by those to whom they were given, we would be 
saving $150,000,000 to the taxpayers. If we could realize 
anything at all by selling the ships, he points out, we 
would be just that much better off, but his line of argu- 
ment points clearly to the wisdom of giving the aa 
away if they cannot be sold. 


It seems to us that the question is clear. If the 
ships can be sold or given away with an assurance that 
trade routes will be maintained, then there ought to be 
no hesitation on the part of anyone in thus disposing of 
them. The merchant marine would be maintained and 
its friends would have no cause for worry. The only 
worry would be for those who believe the government 
itself ought to be in the shipping business. But if the 
ships cannot be disposed of to private interests in such 
way as that there will be assurance that a merchant 
marine will be maintained, then we shall have to face 
the question as to whether the government shall continue 
to operate ships at a loss, made up by the taxpayers. 
There is room for argument on both sides. 


We ourselves do not believe the government ought 
to be in the shipping or any other kind of business. The 
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only argument in favor of government ownership and 
operation of a merchant fleet that appeals to us at all 
is that of the national defense—and we are not sure that 
this consideration is strong enough to overcome the many 


objections to government participation in business. We 
should, however, like to see the situation frankly met and 
the issue openly joined so that the people of the United 
States would know just what they were doing and might 
decide just what policies they favored. 

The fact that the government has a large amount 
of money invested in vessels, built to meet a war emer- 
gency, ought not to have any bearing on the settlement 
of the question. The ships were built just as we built 
guns and airplanes and did other things to win the war. 
They may or may not have been necessary and may or 
may not have been economically done. But they were 
done. Also, the war need for them is gone. The ships 
should be maintained, if at all, on the basis of present 
needs and not merely because we have them. The gov- 
ernment is not trying to conduct a lot of cheap hotels 
because it had some expensive cantonments left on its 
hands, nor to incite another war because it had a supply 


of guns and munitions left over. \ 
LABOR BILL 


The Trafic World New York Bu a 


Strong opposition to the Howell-Barkley bill and the efforts 
of the railroad labor organizations to defeat members of Con- 
gress who were against this measure is expressed in a state- 
ment issued by Robert S. Binkerd, vice-chairman of the com- 
mittee on public relations of the eastern railroads. Mr. Binkerd 
says that, “as the Howell-Barkley bill aims to eliminate the 
public from having a voice in the determination of rairoad 
wages and the settlement of other questions between the rail- 
roads and their employes, every citizen should know its main 
provisions.” 

Continuing, Mr. Binkerd said: 


It would establish railroad wages and working conditions as they 
now exists for all time to come, unless the employes voluntarily con- 
sented to reductions or changes. There would be no public authority. 
whatever competent to change either wages or rules and working 
conditions. The only way in which such changes could be effected 
would be by arbitration. But the bill does not require railroad labor 
organizations to arbitrate unless they choose to do so, and in the past 
they have shown no disposition to do so. 

The real effect of the bill, therefore, would be to turn over to the 
leaders of organized railroad labor the indirect but effective power 
to determine in a major degree what the cost of- freight and passenger 
transportation would be. 

This power would be all the more effective because neither the 
decisions of any adjustment board nor the findings of any arbitration 
would be binding upon the employes, whereas any arbitration award 
is made binding and conclusive on the railroads. 


The statement then cites a provision of the bill which says 
that no employe shall be required to work nor be ee; 


: from quitting work. 


4 
EMPLOYMENT STABILIZATION 


The Trafic World Washington Bureau 


Members of the committee of railroad executives appointed 
by the Association of Railway Executives to study and take up 
with the Commission the problem of stabilizing work and em- 
ployment on the railroads met with the Commission September 
30. The committee members who attended the conference were 
Daniel Willard, chairman; Samuel Rea, E. J. Pearson, W. R. 
Cole and L. F. Loree. Prior to the conference with the Com- 
mission the committee met and elected Mr. Willard chairman. 
After the conference it was said that the committee would pur- 
sue its object of stabilizing railroad employment. Provision 
for the study was made by the executive committee of the asso- 
ciation at its recent meeting in New York. 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces that 
an examination for inspector of locomotives will be held through 
out the country November 5 and 6 to fill vacancies in the Inter- 
state Commerce Commission at an entrance salary of $3,600 
a year. 
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PULLMAN CHARGE CASES 


The Trafic World Washington Bureau 


Commissioner Campbell and Examiner Keeler, September 
27, one day late, began hearings in Washington on No. 14785, 
in the matter of charges for passengers traveling in sleeping 
and parlor cars, and No. 11567, order of United Commercial 
Travelers of America vs. Pullman Company, the Pullman sur- 
charge and Pullman fare cases. The resumption was delayed 
by the drawn-out character of the testimony in the interchange- 
able mileage ticket case. The attorneys in that case were also 
attorneys in the Pullman cases, and the Pullman cases had 
to be postponed until they could give attention to them. 

Dr. Julius H. Parmelee, of the- Bureau of Railway Eco- 
nomics, put into the record data concerning Pullman passengers 
on commutation trains and commuters on through trains, as 
requested by Commissioer Campbell at a previous hearing. 
L. E. Wettling, statistician for the railroads, also completed 
his testimony by bringing it to date, substituting actual figures, 
use of which was made possible by the lapse of time, for esti- 
mates submitted at prior hearings, as requested by the com- 
missioner. 

K. L. Hayder, of the American Appraisal Company, sub- 
mitted an appraisal of the passenger car plant of the Pullman 
Company, showing its cost of reproduction new to be $25,332,589 
and less depreciation, $17,851,521. He was kept on the stand 
to the end of the day reading the figures in support of his two 
eonclusion sums. 


Highly technical valuation accounting testimony, with equally 
technical legal objections to it, featured the second day of the 
taking of additional testimony in the Pullman rate case, to 
which had been joined the surcharge case. 


Alexander F. Brevillier, one of the Commission’s valuation 
men, took the stand to testify about corrections the Commis- 
sion’s Bureau of Valuation insisted the Pullman company should 
make in its accounting methods so as to comply with the Com- 
mission’s ideas on that subject. Mr. Fernald, Pullman attorney, 
objected to testimony on items to which he said the Pullman 
company had assented, and Commissioner Campbell agreed with 
him that the testimony should be limited to the four points on 
which there was disagreement between the Commission’s bureau 
and the company. 


Later, when Mr. Brevillier began touching upon items which 
involved the question of profit on the manufacturing operations 
of the Pullman company, Mr. Fernald objected to any testi- 
mony as to operations prior to the time, in 1906, when Congress 
put the operations of sleeping car companies under the juris- 
diction of the Commission, and also prior to the time when the 
Commission prescribed regulations. Mr. Fernald contended the 
Commission had no power to prescribe, limit, restrict or re- 
duce the amounts the company included in its accounts as 
proper profit to be earned by the company on its manufacturing 
operations. He said the company contended that if it had 
bought its cars and equipment from outside car and equipment 
manufacturers there could be no inquiry into profits of such 
companies or objection to profit, and a carrier could not be ques- 
tioned on the amount it paid for its cars on any ground other 
than the public interest was involved because, for illustration, 
a ridculous price was to be paid. He insisted that if the Pull- 
man company bought its cars from an outside company certainly 
the company furnishing the cars would be entitled to include, 
in the items making up its profit, sums to represent the value 
of the plant used in making the cars. The objection was over- 


ruled and the testimony accepted, exception being noted by Mr. 
Fernald. 


C. B. Howard, chief engineer of the valuation bureau es- 
timated the life of a steel car at thirty years. The steel Pull- 
mans have been in use about fifteen years, hence the estimate 
was rather an estimate of the expectancy of life than an average 
of life lived by a number of cars that have been retired. 

In his testimony Mr. Brevillier estimated the life of Pull- 
mans generally at about 25 years to place against the estimate 
of the Pullman witnesses that they lasted only about 19.5 years. 
He said the depreciation therefore should be calculated at be- 
tween 3.5 and 4 per cent instead of at 5 per cent, the percentage 
used by the Pullman company. 

Mr. Brevillier, the second day of his tenure of the witness 
stand, was brought face to face with the proposition that, when 
he said the accounts of the Pullman Company, relating to re- 
pair of cars, were not properly kept, he meant that they were 
not kept in accordance with the modification of expense ac- 
counting as provided by what has come to be known as the 
major repair rule which, the Pullman Company contends, was 
never prescribed by the Commission, but which the valuation 
accountants have been us‘ng for years. The question of the 
accuracy of the accounts kept by the Pullman Company was 
raised at the St. Paul hearing. 

Assuming that the major repair or renewal rule was in 
effect, the Commission men have claimed that the Pullman 
Company improperly, in three years, charged to operating ex- 
penses $14,000,000 which should have been charged to other 
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accounts. In that way, they have contended, the income of the 
company has been made to appear lower than it really was, 
and that that being so, the claim of the company that it could 
not stand a reduction in fares was impaired to that extent. 


When, in the course of cross-examination, Mr. Fernald 
reached that question he asked Commissioner Campbell whether 
the Commission had ruled or was prepared to rule on the point 
that the rule which the valuation accountants had been using 
had never been prescribed by the Commission. Mr. Campbell 
said it had not ruled and that the testimony would be received 
with the question as to the validity of the rule pending. 


In the cross examination of Mr. Brevllier, Mr. Fernald had 
the witness take a tourist sleeper which had been given major 
renewal work and apply the “Howard formula” for ascertain- 
ing the value of cars in which the amount of money devoted 
to major repairs or renewals exceeded fifty per cent of the value 
of the unrepaired or unrenewed car. In this instance the old 
car was valued at $3,000. New material and work valued at 
$16,000 were applied to it. Under the Howard formula the value 
of the renewed car, according to the interpretation placed on 
the answers of the witness by the Pullman attorney, was less 
than the amount of money spent for labor and new materials, 

Application of the major renewal rule, it was pointed out 
in the course of the cross examination, had been going on since 
1910 but in only one other instance was it brought into play in 
such a way as to attract attention. It began receiving attention 
when it and the “Howard formula” began being applied to the 
Pullman accounts to sustain a charge that that company had 
improperly charged items to operating expenses to such an 
extent that its income was reduced $14,000,000 in three years. 


Before the cross examination on that phase of the subject 
was begun Mr. Fernald put into the record a copy of the rules 
and regulations of the accountants, although he said he knew 
he was under no obligation to do more than designate them 
for practice before the Commission. His solicitude for the record 
was taken as indicating that if the Commission made any order 
reducing Pullman fares or any orders requiring a change in the 
books of the company based upon rules and regulations which 
the company claims were never promulgated by the Commission, 
the validity of the orders would be tested in the courts. 


WASTE IN DISTRIBUTION 


Elimination of waste in the handling and distribution of 
agricultural products was urged by Secretary Hoover, of the 
Department of Commerce, in an address October 1 at Milwaukee 
before the American Dairy Federation. 


Mr. Hoover’s. subject was “Advancement of Co-operative 
Marketing.” He referred particularly to the handling of dairy 
products, fruits and vegetables. Among the major wastes in 
the distribution of these products, he said, were the waste in 
transportation of inferior and unsalable products, the waste 
in decay arising from delayed movements and repeated han- 
dling, and the waste from inadequate facilities for expeditious 
handling, both in transportation and at terminals, and waste 
in unnecessary transportation through blind consignment and 
cross-hauls in search of consumers. Continuing, he said: 


What these wastes amount to cannot, of course, be determined. 
Some figures throw a little light on their volume, even in some of 
their minor phases. In 1923 the railways paid over $10,000,000 for 
deterioration and losses in course of shipment of perishables. Some- 
thing like 4 per cent of the rates were thus paid out, and the freight 
rates are just that much higher because of these damages. This 
is but a fraction of the damages from deterioration alone, and there 
are other even larger wastes in transportation itself because of un- 
necessary haulage and delays, due to the fact that our present system 
requires a vast amount of reconsignment. A car of melons, for in- 
stance, reconsigned four times, traveled 3,100 miles over indirect lines, 
and after 36 days on the road arrived totally decayed—when it could 
have been sent to its destination direct in 10 days at a saving of a 
thousand miles of transportation and the saving of the entire value 
of the shipment. I should guess that the total freight paid by the 
perishable industry could be reduced at least 20 per cent if these wastes 
alone were eliminated. This is but one category of waste out of seven. 

_ One of our great difficulties is the lack of daqeuate terminal fa- 
cilities. The volume of perishable goods moving in the country has 
nearly doubled in so short a period as ten years. And the physical 
set-up of our wholesale terminal markets has not kept pace. 


In one city the insufficiency of terminals so restricted the flow 
that probably twenty thousand fewer carloads of perishables were sold 
than would otherwise have been possible. This constriction made 
higher prices to the cOnsumer and lower prices to the producer. In 
other cities the lack of facilities has resulted in splitting the whole- 
sale market into a considerable number of widely separated markets, 
and often enough there is a congestion of one kind of perishables in 
one wholesale market and a scarcity in others. The prices vary 
widely and do not truly represent either supply or demand. More- 
over, if we are to secure greater commercial values from standardi- 


zation, as I have outlined, these standards must be accepted and 
maintained in the terminal markets. 


Secretary Hoover reviewed a plan proposed by him some 
time ago with respect to organization of a Federal Marketing 
Board, composed of certain members of the Cabinet and repre- 
sentatives of co-operative and terminal marketing associations. 
He said the essence of such an organism as he suggested was 
co-operation within the distribution system itself. 





Octobe 





——? 
, 


r 


He 
ernmeé: 
ig adr 
tembe! 
was a 
who h 
it is | 
the U 
made 
News. 
py th 
The 
the ¢ 
he n 
drive 
to tk 
halve 
of é! 
done 
arou 
but 
Was 
hous 

imp! 
gres 
ado} 
of t 
thoi 
mitt 
wot 
the 
is t 
by 

bef 


sta 


4 
PC) 


rp ot c+a3 
eS ee mac eocePBOSSBESSB 





14 


he 
aS, 
ld 


ld 
er 
nt 
ag 
a}] 
ad 


PoenmoaaeaFeta 


[_ — ~~ Oe ES Dar MM 


ows SS SS SS oP 


October 4, 1924 








Current Topics 


in Washington | 
s .rennstiinisininiannitmasnianinaatana eile 


Hoover’s Speech Fine, but.—Among those who oppose gov- 
ernment ownership of railroads or any other public utility, it 
ig admitted that the radio speech of Secretary Hoover Sep- 
tember 29 was fine. A point, however, that occurred to some 
was as to how that speech was to have any effect on the man 
who has to write to a newspaper to ask if it is true that when 
it is summer in the United States of America it is winter in 
the United States of Brazil. Just a few days before Hoover 
made his speech, such an inquiry appeared in the Washington 
News, a newspaper that leans toward everything advocated 
py the Socialists and the other blocs in the La Follette train. 
The vote of such an inquirer counts more than the votes in 
the class of men who understand Hoover’s argument, because 
he never misses an election, while the Hoover class has to be 
driven to the polls. How, it has been asked, can it be shown 
to the man who doesn’t know about the seasons on the two 
halves of the earth, that government ownership and operation 
of enterprises means more cost to him than the same things 
done by private enterprise. He may know that the “gang” 
around the court house at home is not much to brag about, 
but he does not know that, as a rule, the gang in power in 
Washington is not much higher in performance than the court 
house crowd, although in Wassington there has been a marked 
improvement in the last quarter of a century—except in Con- 
gress. How, it has been further queried, is he to know that 
adoption, by government people, of anything new, is almost out 
of the question—army and navy excepted to a certain extent— 
though it is suspected that if the making of war were com- 
mitted to private enterprise, government armies and navies 
would be swept off the earth in the first brush on account of 
the archaic character of their weapons and tactics. The fact 
is that the Russians, in the Russo-Japanese war, were defeated 
by strategy used in the war in the American states forty years 
before and things that were deemed new in the United States 
in 1862 were used in the World War with such success that a 
stalemate was staged for more than three years. The submarine 
was planned by Americans in the revolutionary war, but re- 
mained undeveloped until after Jules Verne made the idea 
popular. Who, it may be asked, is going to tell the man who 
doesn’t know about the seasons, that, with honorable excep- 
tions, public office is a private snap, or that the State Depart- 
ment, until two or three years ago, if not now, ties its papers 
together with red, white and blue tape, instead of using the new- 
fangled contraptions found in every business office and in all 
other government offices? The vast waste between govern- 
mental operations conducted with a lavish hand and with only 
a fair degree of economy, it is suggetsed, may be inferred by 
the fact that Secretary Mellon has paid off more than $2,100,- 
000,000 of debt in three years and, at the same time, cut the 
cost of ordinary operations to about 65 per cent of what they 
were more than two years after the armistice was signed. If 
Mellon had full power, he probably would cut expenses to about 
one-third of what they were when he came into office. But, if 
the government took over the operation of the railroads and 
destroyed incentive to invent and save in their operation, who, 
it might be asked, could guess how high freight rates would 
go, and still not be high enough to cover the cost of the trans- 
portation machine? Who is going to invent language simple 
enourh to get the facts over to the man who doesn’t know it 
is winter in Brazil while it is summer in the United States? 


ee 





Shortened Procedure Wins Its Way.—At various times, dry 
as dust statistics have been given out by the Commission to 
show how well the shortened and modified procedures sug- 
gested by Commissioner Meyer were getting along. There are 
some human beings who can gaze on a set of figures and visual- 
ize the most beautiful thing in the world. Most humans, how- 
ever, can look on a dozen reports and get more of a thrill 
from them than from a set of figures showing that 12 reports 
have been issued. One is an abstraction, the other something 
concrete, that can be felt and thrown into the waste basket 
if one or more of the reports seem to be at variance with law 
and common sense, or in consonance with law and at variance 
with common sense. A few days ago those who believe the 
shortened procedure is a forward step received a thrill through 
the fact that eleven of the thirteen reports issued that day by 
the Commission had been handled in accordance with the 
shortened procedure rules. Nor was that the only pleasing 
fact. Exceptions had been filed in only four of the eleven cases. 
That is to say, by correspondence, the examiner had been able 
to make reports in all but four cases so satisfactory to both 
sides that no exceptions were taken, even by the prospective 
losers. In not one of the four in which exceptions were filed 
did the Commission say it had reached a conclusion differing 
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from that of the examiner. In most of the cases there were 


not to exceed four lawyers. In one there were six and in an- 
other ten. Some who delight to say things about members 
of the bar might suggest that the fewer lawyers there were 
in a case, the greater the number of chances of an agreement, 
even by the losers. That, however, would be saying merely 
that it is easier to bring two men into agreement, regardless 
of whether they are lawyers, doctors, or bootleggers, than it is 
to bring ten or twelve into a condition where they will view 
the matter practically as one man. 





Maryland Preparing Celebration—Maryland and the Balti- 
more & Ohio are forehandedly preparing to celebrate the hun- 
dredth anniversary of the chartering of the railroad company, 
February 28, 1827. Acting under a joint resolution adopted by 
the Maryland legislature, Governor Ritchie has appointed a 
commission to represent the state and to co-operate with civic 
and commercial organizations and with the railroad company 
in befittingly celebrating the completion of the first century of 
the Maryland institution. The Maryland people and the rail- 
road company claim that charter was the first from which a 
railroad actually was started, constructed and completed. The 
claim, necessarily, implies earlier efforts of that kind that do 
not come within the limitation of actual start, actual con- 
struction, and actual completion. George Weems Williams, of 
Baltimore, is chairman of the commission. Five of the seven 
members are Baltimoreans, including John W. Garrett and 
Alexander Brown, direct descendants of two of the founders 
of the railroad. The grandfather and uncle of Mr. Garrett were 
presidents of the company. The railroad bulletin emphasizes 
the closeness of relations that have always existed among the 
state, Baltimore, and the railroad company. Among the facts 
set forth is the declaration, made by Governor Edwin Warfield, 
in 1906, that the railroad company has repaid every dollar ad- 
vanced to it by Maryland, with not only accrued interest but 
a handsome profit. Commenting on the fact that five of the 
seven celebration commissioners are Baltimoreans, the bulletin 
notes that George W. Howard, in his history of Baltimore, said 
the railroad might truly be regarded as part of the corporate 
existence of the city, their relations being so intimate that the 
two were really identical. The bulletin suggests that, inas- 
much as the coming of the Baltimore & Ohio, in 1827, marked 
the beginn‘ng of railroading in the United States, every state 
and railroad in the country should be interested in the com- 
memoration of the first century of the railroad’s life. 





Progressives Pulling Hair.—Advocates of a pulpy Constitution 
—one that can be mauled into any shape any Congress desires, 
by a mere majority vote—and followers of the late Theodore 
Roosevelt who do not believe in that kind of “fundamental law,” 
are having a merry little row over the right to use the ad- 
jective Roosevelt applied to his 1912 campaign. Those who 
decline to follow La Follette, protest that it is an insult to 
Roosevelt for the La Follistas to call themselves “progressives.” 
Former Senator Bristow, of Kansas, through the La Follette 
press agent, explains that the late Senator Newlands. who al- 
ways classified himself as a Democrat, told him, in 1909, that 
he regarded the word “progressive” as much more appropriate 
than “insurgent” as a description of the men who were then 
objecting to the leadership and policies of those in control of 
the Republican party, but not to such an extent as to betake 
themselves from that organization or decline its name when 
asking for votes. Bristow, chairman of the Kansas commission 
after his defeat by Senator Curtis, is now farming in Virginia 
and running the Salina (Kan.) Journal. In addition, he is pro- 
claiming to the world his belief that La Follette is “the pre- 
eminent champion of the rights of the people as opposed to 
the rule of a privileged ring which has gained control of our 
government.” He said, in the press agent statement mentioned, 
that Newlands, whose fussing with railroad legislation and 
railroad problems was persistent, if not productive, deemed the 
term “progressive” more appropriate than “insurgent” because 
“many of the things for which you stand mean real progress 
in American political life.” Bristow, in those days, made no 
secret of his preference for the English cabinet system in 
comparison with the American, so that, if he is still of that 
opinion and fully supports La Follette, it might be suggested, 
he is one of the finest reactionaries in the land—in favor of 
going to the cabinet system the American colonists failed to 
adopt when they framed their Constitution, and making the 
courts subservient to the legislative power, as in Europe, where 
the autocratic, kingly theory has not been as thoroughly dis- 
carded as in this country. 





Meyer Tells ’Em a Good One.—All the gloom on earth was 
lugged in by the railroad passenger men while they were testi- 
fying as to why they could not afford to sell mileage scrip at 
reduced rates. They thought they were making their stories 
good until they listened to one by Commissioner Meyer. The 
automobile was their bete noir. To hear the passenger men 
tell it, the time will soon be when the passenger service will 
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consist of a passenger coach attached to the end of a red ball 
freight, and passengers will be traveling between New York 
and Philadelphia without about as many accommodations as 
are afforded by the local freight between Pongo and Pinhook. 
After that kind of passenger service has been in existence a 
short time, the testimony implied, it will disappear, because 
the air machines have scooped all those for whom the auto- 
mobile is too slow. The passenger men dilated on the fine 
roads that had been built alongside the railroads’ right of way 
with money contributed by the railroads, in considerable part. 
All in all, it was a grand lodge of sorrow. Commissioner Meyer 
lightened the gloom a bit, however, by observing that he knew 
a place where a fine concrete road had been built for a stretch 
of about 100 miles, the value of which was not so apparent to 
those who had put up the money. They were dubious about its 
value because it was being cut up so rapidly by heavy trucks 
hauling freight that those living along it had to pay so much 
in taxes to keep it up that they had no money with which to 
travel, either by passeenger train or by automobile. No one 
had the temerity to ask him for enlightenment on the subject. 
He seemed to be one of those witnesses whose testimony could 
not be exactly classified. The lawyers, remembering it was 
dangerous to cross-examine a witness who was telling the truth, 
let him severely alone. It was suspected, however, that he 
was talking about the road between Chicago and Milwaukee. 





Mimeograph and Speed.—Everybody, at some time or an- 
other, has been informed, with due solemnity, that it is an ill 
wind that blows nobody good. Applying that to the fact that 
often the Commission finds itself unable, for lack of funds im- 
mediately available, to print its decisions, it has been sug- 
gested that the decisions given out in mimeographed form ap- 
pear to have served the purpose just as effectively as printed 
reports, even if the former have lacked the printed volume 
page references so necessary when a case is cited in a brief. 
There is no doubt about the decisions reaching the hands of 
interested parties when in mimeographed form earlier than 
when the Commission waits, either for funds or the government 
printing office. That institution is always under the obligation 
to print first the gusty productions of Congress. The only ex- 
ception to that rule, broadly speaking, is when the President 
asks for a little help in getting out a message to Congress. 
The Commission, in the matter of precedence, is amoung the 
also-rans. The Supreme Court of the United States provides 
for printing its opinions in a private establishment. Inasmuch 
as litigants pay for the printing, they are entitled to be relieved 
from the risks attendant on printing in the government shop. 
At least, that is the practice of the court and, so far as can be 
recalled, no serious objection, if any, has ever been raised to it. 
The Commission has always put out its decisions in finance 
docket cases in mimeographed form, primarily with a view 
to greater speed. If the S. P.-E. P. & S. W. case, decided Sep- 
tember 30, had not been handled in that way it would probably 
not be ready before October 15. That case was heard Sep- 


tember 8 and 9, decided September 29, and a report made pub- 
lic the next day. A. BE. He. 


MILEAGE TICKET HEARING 


The Trafic World Washington Burcay 


E. L. Bevington, chairman of the Transcontinental Pas- 
senger Association, in the interchangeable mileage ticket hear- 
ing said that sale of scrip books at reduced rates would not 
stimulate travel enough to give the railroads an increase in 
revenue equal to the loss that would be sustained. The futility 
of reducing fares with a view to stimulating travel, he said, 
was shown by the experience of the English railways, which 
made a reduction of about 30 per cent in May, 1923. There 
was, he said, an increase in the amount of travel, but the reve- 
nue resulting therefrom was much less than that which had 
been lost by reason of the reduction. 

Mr. Bevington said should a scrip book of $90 denomination, 
2,500 miles, be ordered on sale, at a 20 per cent reduction, it 
would mean that while 3.6 cents per mile had been decreed 
as a just and reasonable rate for the public generally, the 
maximum rate to be paid by passengers traveling 2,500 miles 
or more annually would be 2.88 cents per mile, and also that 
$72 would be the maximum amount the carriers would receive 
from any passenger traveling 2,000 miles or more but not ex- 
ceeding 2,500 miles, even though any distance between 2,000 
and 2,500 miles were made in any one single trip. If this con- 
dition were created, he said, all normal one-way fares ranging 
from $72 to $90, now quoted in tariffs throughout the country, 
would be reduced to $72 by merely issuing one form of ticket 
instead of another. This would practically mean that no tickets 
would be sold at regular one-way fares and that only scrip 
books would be used within that range, he said. 

C. M. Burt, chairman of the Trunk Line Passenger Assc- 
ciation, said a reduction in passenger fares was far from cer- 
tain to stimulate travel generally. He submitted figures show- 
ing travel by train and by automobile to various summer and 
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all-the-year resorts to show that the railroad train was steadily 
losing in the competition with the automobile. 

Dr. David S. Friday, formerly director of research of the 
National Transportation Institute, appearing as a witness for 
the carriers, expressed the opinion, on cross-examination, that 
railroad fares were not a factor in the revival of business. In 
answer to counsel for the travelers, he admitted that fares 
might be raised to such a point that they would interfere with 
business, but he added that a reduction of 20 per cent in fares 
would not have any effect. 

Touching on the question of additional traveling salesmen 
stimulating business and increasing the volume of business, Dr, 
Friday said an increase in selling effort might affect the direc. 
tion of consumption, but not the volume. Commissioner Meyer 
referred to large sums spent by the public in the last few 
years on radio equipment, and Dr. Friday said that was an 
illustration of the diversion of expenditures from one commodity 
to another. 

Dr. Friday submitted the results of a study showing that 
of the cost of keeping a traveling salesman in the field railroad 
fare was approximately 10 per cent. He said a reduction in 
fares of 20 per cent would be 2 per cent of the total selling 
expense. 

The mileage ticket hearings came to an end, for the time 
being at least, on September 26. At the last day’s hearings 
question as to the authority for estimates as to the operating 
expense additions that would be caused by one of the Railroad 
Labor Board’s decisions, put into the record by Mr. Warne, was 
raised by Henry Wold Bikle, attorney for the railroads. Mr. 
Warne could not testify that the figures were estimates made 
by the board, although the letter transmitting them was signed 
with the name of the secretary of the board. The signature 
was initialed in such a way as to indicate that it was not signed 
personally by the secretary. Mr. Bikle reserved the right, in 
the event the figures should be received in evidence to rebut 
them. Similar reservations as to the results of operations on 
English railroads, taken from a newspaper and put into the 
record by the railroads, were made by the commercial trav- 
elers. 

The witnesses on the last day of the hearing were F. S. 
Howard, assistant general passenger agent of the Southern 
Pacific, Mr. Bevington and Mr. Warne, the last two for cross- 
examination and completion of their testimony. 


IN WHICH ERROR IS ADMITTED 
Editor The Traffic World: 

Obviously, the author of the article entitled “Izaak Waltons 
sive Ear,’ under Current Topics in Washington, September 20 
issue, has never been on any of those fishing expeditions to 
the eastern shore of Maryland and Virginia, which he under- 
takes to describe. Otherwise he could never have committed 
the atrocity of butchering the familiar name “Wicomico.” Add- 
ing insult to injury, he repeats the offense five times in rapid 
succession, during the course of a single brief paragraph. 

It is not surprising that he visualizes it as an insignificant 
place. If he ever ventured down to that section in search 
of “Wicomice,” he would probably discover that the place was 
about as hard to find as the celebrated town of Pongo, Virginia, 
which holds the world’s record as a pariah town. Nobody has 
ever yet been found with sufficient courage to admit that he was 
a native of Pongo or that he had ever lived there. Even those 
caught in the act of living there immediately foreswear it by 
asserting, with blood in their eyes, that the place is a mile 
farther up the road, or that it was passed a mile back. 

I can forgive Joseph Hergisheimer, in the Saturday Evening 
Past, for changing the name of Mobjack to “Mockjack” Bay 
also for casually moving Ware Neck around on the map without 
any sanction of geography, but I shall have to think it over 
a while before I can find it in my heart to pardon the staid and 
reliable Traffic World for attempting to create new counties, 
towns, and rivers in Maryland, without any authority from the 


natives. John E. DeShazo. 
New York, N. Y., Sept. 25, 1924 


We piead guilty to error, though it was not the error of the writer 
of the article in question, but of the compositor, aided and abetted 
by the proof reader, with some excuse for them because of indistinct 
copy. The writer of the article wrote “Wicomico” and not ‘‘Wico- 


mice,’’ as printed. We apologize to Mr. De Shazo, to the town, and to 
the fish.—Editor The Traffic World. 


UNCONTESTED FINANCE CASES 


The New York Central lines have been authorized to issue 
and sell $20,955,000 of equipment trust certificates at not less 
than 96.89 per cent of par and accrued dividends. The cer- 
tificates will be issued through the Guaranty Trust Company 
of New York. 

The Virginian & Western has been authorized to issue 
$1,352,000 of first mortgage 5 per cent gold bonds and to deliver 
them to the Virginian Railway Company at not less than 95 
per cent of par and accrued interest in payment of advances 


made by the latter company. The Virginian was authorized 
to guarantee the bonds. 
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SUGAR TO INDIANA 


The Commission has dismissed No. 13585, Public Service 
Commission of Indiana vs. Atchison, Topeka & Santa Fe et al., 
and No. 138669, Same vs. Same, mimeographed, on a finding 
that rates on sugar, from points of origin in California, Colo- 
rado, Idaho, Kansas, Nebraska and Utah are not unreasonable 
or unduly prejudicial. 

The first mentioned complaint alleged the rates from Cali- 
fornia to points in Indiana were unduly prejudicial to Indiana 
and unduly preferential to Chicago and other points in Illinois. 
The second complaint brought into question the reasonableness 
of rates from points of origin other than California and alleged 
they were in addition unjustly discriminatory, unduly preju- 
dicial and unduly preferential. The Commission was asked to 
prescribe just and reasonable rates for the future. 

Intervention was filed by the Terre Haute Chamber of Com- 
merce and in opposition by the New Orleans Joint Traffic Bu- 
reau, eastern railroads, the Producers’ Protective Association, 
Eastern Beet Sugar Manufacturers’ Association and the Ameri- 
can Sugar Refining Company. 

At the hearing, the report of the Commission said, the 
complainant said the real cause of complaint was the rate re- 
lationship, or undue prejudice under section 3. Indiana rates 
are made on the combination basis, either Mississippi River, or 
Chicago, or points taking the Chicago basis, with fifth 
class beyond. The California rate to Chicago is 79 cents, 
Utah 69.5, and Colorado 56 cents. The result is that while 
Chicago has a rate of 79 cents from California, Indianapolis 
takes a rate of 97, Fort Wayne 100 and Evansville 101 cents. 
The ton-mile to Indiana points, contrary to the general rule 
of a diminishing ton-mile as the distance increases, is greater 
than to Chicago. By extending the ton-mile, California to Chi- 
cago, to Indianapolis, there would be an increase of only 5 
cents in the rate. The Indiana complainant contended there 
was no warrant for a higher basis of rates to Indiana than to 
Illinois, citing Illinois Classification, 55 I. C. C. 290, wherein 
the Commission said the Indiana-Illinois state line did not di- 
vide diverse transportation conditions. In disposing of the case 
the Commission said: 


The rates from western points to Chicago are made by the west- 
ern carriers for the purpose of enabling western producers to meet 
at Chicago the competition of eastern or southern sugar refiners 
and are less than maximum reasonable rates. The eastern carriers 
and eastern producers urge that if there is any improper relation- 
ship or undue prejudice against Indiana points, it is due to the 
publication by the western carriers of an- abnormally low rate to 
Chicago and Illinois points and should not be removed by its ex- 
tension eastward to points in Indiana on eastern lines who them- 
selves oppose the low rate to Illinois points as an improper adjust- 
ment. These carriers state that they have not refused to join the 
transcontinental lines in the establishment of a reasonable line of 
through rates, but have refused to join them in what they consider 
to be rates made on too low a basis, and contend that they should not 


- be required to participate in low rates from western points to points 


in Indiana, thus enabling the western producers to enter this terri- 
tory and displace some. of the tonnage now moving over the lines 
of the eastern carriers from eastern refining points. They do not 
consider that it would be proper for them to participate in joint rates 
from the west which are so substantially less than the fifth-class 
rates while they charge refiners on their own lines full fifth-class 
rates. Fifth-class rates generally apply on sugar in central territory 
and these rates are not shown to be unreasonably high. 


The rate of 85 cents from California to Chicago in effect at 
the time of the hearing was not in accordance with the provisions 
of the fourth section in that the contemporaneous rate to Missouri 
River points and points west thereof was 96 cents. In the Sugar 
Rate Cases 1922, 81 I. C. C. 448, we ordered a removal of this de- 
parture. On January 5, 1924, the fourth section departure was re- 
moved by the publication of a rate of 84 cents from California points 
to Chicago and other points in Illinois taking same rates. This rate 
also applies from San Francisco to points as far west as Utah com- 
mon points. In the case referred to we also permitted the carriers 
io establish a proportional rate of 48 cents from Colorado produc- 
ing points to the Mississippi River crossings applicable to traffic 
destined to points east of the Indiana-lIllinois state line. The es- 
tablishment of this proportional rate has had the effect of reducing 
the rates to certain points in Indiana to a slight extent. The relief 
to which complainant insists it is entitled, however, is a rate to points 
in Indiana made a certain arbitrary over the Chicago rate regardless 
of what the rate to Chicago may be. 


The record also shows that the rate from Colorado points to 
Chicago applies as a blanket to a large portion of the territory west 
of Chicago, at the time of the hearing to practically all points east 
of the Colorado-Kansas state line. 

Even though transportation conditions in Indiana and Illinois 
are similar in character, the circumstances surrounding the main- 
tenance of the rates to Chicago as shown in this record and in Sugar 
Cases of 1922, supra, and the fact that complainant’s comparisons 
are based upon the blanket rates as applied to the most distant 
points in the group of destination points indicate that there is no 
warrant for extending the depressed Chicago basis to Indiana points. 


In connection with No. 13669, the Commission assigned for 
hearing fourth section application No. 959, filed by W. A. Po- 
teet, asking for permission to disregard the fourth section in 


THE TRAFFIC WORLD 


=== a =< 


705 


Se ae: 


<I 





regard to rates from points of origin other than those from 
California to Indiana and Illinois. The eastern carriers said 
that, so far as they were concerned, there were no departures. 
The Commission said no direct testimony on the point was 
submitted by the western lines. Therefore, in fourth section 
order No, 9024 relief was denied, as of January 20, next. 


WOOL REVISION APPROVED 


The Commission, in a mimeographed report, written by Com- 
missioner Campbell, in I. and S. No. 2171, has approved a revi- 
sion in classification ratings on wool in New England, which it is 
claimed, will bring them into harmony with ratings in other parts 
of Official territory, with one exception. That exception will be 
wool in the grease, compressed to a density of not less than 19 
pounds per cubic foot. As to wool coming within that descrip- 
tion, the rating will be one class lower than that generally apply- 
ing in the eastern part of the country. The general effect will 
be to increase rates and improve the revenue of New England 
carriers. 

Protestants, in their opposition were weakened by the with- 
drawal of the objection of the chief protestant. No appearance 
was made for those whose objections had caused the suspension 
of the schedules. The proposal was to cancel exceptions to 
Official Classification on wool in the grease, scoured wool, noils 
and wool tops, applicable between points in New England and 
in lieu thereof apply the full classification basis, except upon 
wool in the grease compressed to the density hereinbefore men- 
tioned. Upon that exception Rule 26 rates are to be applied. 

The carriers said that to continue the existing exceptions 
would be to continue the lower basis that now favors New Eng- 
land. The witness for the carriers, the Commission said, tes- 
tified that when the various exceptions in New England were 
first published some of the classification ratings were higher 
than now maintained on wool. It was also asserted that the 
classification was then incomplete, containing relatively few 
separate carload ratings, and no less-than-carload provisions. 
He said the present classification was complete and that there 
was no necessity for longer maintaining the exceptions it was 
proposed to cancel. 


In Imported Wool from New York and Boston, 80 I. C. C. 
309, the Commission refused to permit increases from fourth 
class to Rule 26 on South American and Australian wool in 
the grease, in machine-pressed bales, from the ports to La Porte, 
Ind., because, among other things, no proposal had then been 
made to increase rates within New England, as now proposed 
and approved. 


CLAIMS NOT BARRED 


Again holding that claims for reparation arising before the 
beginning of federal control when presented within the terms of 
section 206(f) of the transportation act were not barred, the 
Commission, in No. 13933, Warren Construction Company vs. 
Great Northern Steamship Co. et al., mimeographed, has found 
rates on asphalt, from San Francisco to Great Falls and Billings, 
Mcnt., unreasonable to the extent they exceeded the subse- 
quently established ones, and awarded reparation. 

The question of reasonableness related to a rate of 12.5 cents 
for the water haul from San Francisro to Portland. Ten car- 
loads were moved between August 12 and October 17, 1916. Con- 
temporaneously there was a 10 cent proportional over another 
route. That 10 cent rate was made applicable over the route 
of the movement of the ten carloads, October 23, 1916. Com- 
plainant sought reparation to the basis of the 10 cent propor- 
tional, plus the rates of the rail carriers beyond the north coast 
port. 

Defendants admitted the unreasonableness of the 12.5 cent 
rate, the report of the Commission said. But they claimed the 
case was barred by the statute of limitations, urging that section 
206(f) was unconstitutional. The Commission said it had re- 
peatedly held that claims based upon causes of action which, 
excluding the period of federal control, arose within two years 
prior to the filing thereof, were not barred, and applied the rule 
laid down in 73 I. C. C. 223. 


The Commission said the shipments were embraced in an 
informal complaint covering 19 carloads, all of which moved in 
the period under consideration, filed in August, 1916, by an 
employe of Warren Brothers Company which sold the’ asphalt 
to the complainant. The carriers at that time denied the un- 
reasonableness of the charges and the Commission advised the 
claimant that the matter could not be settled informally. After 
that, the Commission said, the carriers filed a special docket 
application seeking authority to award reparation to the 10 cent 
basis. The Commission advised them that as the matter had 
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not been re-submitted within six months from the time it ad- 
vised the complainant it could not be settled informally and 
that the two years had expired as to some shipments, the ap- 
plication could not be considered. It told the railroads that a 
new application covering only those shipments not barred by 
the lapse of two years would be considered. Then section 206(f) 
was enacted. The carriers submitted special docket application 
covering nine shipments on which the charges had been paid 
in 1918, but declined to include the other ten shipments, con- 
tending then, as now, that section 206(f) was unconstitutional. 
The Commission said the informal proceedings as to the ten 
shipments were not closed until March 10, 1922. The formal 
complaint was filed June 8, 1922. 

The Commission found the rates unreasonable to the extent 
they exceeded those which would have resulted from the use 
of a rate of 10 cents for that part of the haul performed by 
water, and awarded reparation. 


SOLDER CASE DISMISSED 


An order of dismissal has been entered in No. 14882, Union 
Smelting & Refining Co., Inc., et al. vs. Central Railroad Com- 
pany of New Jersey et al., mimeographed, on a finding that 
the fifth class rate applicable on solder, in carloads, from New- 
ark, N. J., to Buffalo, Black Rock, Lockport and other points 
in the Buffalo district, are not unreasonable, unjustly discrimi- 
natory or unduly prejudicial. 

With the exception of brazing solders, the classification 
rating on solder, n. o. i. b. n., applies on all kinds of solder, 
many of which contain components other than tin and lead, 
the components of the soft solder under consideration. In many 
cases the components in other solders are more valuable than 
the tin and lead in soft solder. The railroads, however, averred 
that only by chemical analysis could one solder be differen- 
tiated from others, hence the futility of trying to make rates 
on different kinds now covered by the single rating. 

The complainants said they were losing business because 
manufacturers in the Buffalo district were bringing in tin and 
lead on the lower rates applicable to those commodities, com- 
bining them and selling the resulting solder for less than they 
could sell, after paying the higher rate on solder. They sug- 
gested commodity rates applicable on such raw materials as 
spelter, brass, copper, lead and tin. The Commission said the 
virgin metals mentioned were given commodity rates on ac- 
count of their volume of movement from the ports. Bach 
metal, other than tin, it said, was of less value than solder. 
The volume of solder moving, it said, was relatively small. 


The allegation of unjust discrimination, it said, had not 
been sustained. 


COTTON COMPRESS ABSORPTION 


In disposing of No. 14385, Houston Cotton Exchange and 
Board of Trade et al. vs. Aberdeen & Rockfish et al., mimeo- 
graphed (see Traffic World, September 27), the Commission 
said the issues were substantially similar to those in Memphis 
Freight Bureau vs. Director-General, 74 I. C. C. 588, wherein 
the Commission found the failure of the Director-General to pro- 
vide for the absorption, out of the applicable rates on cotton, 
from points in Tennessee and Mississippi, to interstate desti- 
nations of the entire compress charge was unreasonable. It 
awarded reparation for the difference. 

Two tariffs were applicable, in terms, to some of the traffic 
in question in the instant case, that is, from points in Texas, 
Louisiana, Oklahoma and Arkansas. Leland’s agency issue, I. 
C. C. No. 1334, naming rates from Texas, Louisiana and Arkan- 
sas, the Commission said, did not limit the amount of the ab- 
sorption. Looking at that tariff the complainants claimed the 
carriers were without authority to collect the five cents which 
was added to the 15 cent compression charge on November 1, 
1918. The increased charge of 20 cents was in effect at the 
time shipments involved in this case were made, on various 
days between August 26 and December 14, 1920. 

The second tariff, individual line publication, provided for 
a limitation of absorption to 15 cents. Intrastate in Texas com- 
plete absorption was provided until the 20 cent charge was im- 
posed, on August 26, 1920. Absorption then was limited so it 
applied only in connection with rates of 81.5 cents or more. As 
to rates less than that the absorption was limited to the excess 
over 61.5 cents. 

In view of the conclusion that failure to absorb fully was 
unseasonable, the Commission said it was unnecessary to deter- 
mine whether the Leland or the individual line tariffs applied 
-. the traffic in the states mentioned. Its findings were as 
follows: 


We find that the failure of defendants to provide for the ab- 
sorption out of the applicable rates of the entire 20-cent compress 
charge except where the rates were less than 81.5 cents, in which 
cases the absorption should be the amount which the rates exceeded 
61.5 cents on shipments that moved during the period in question 
was unreasonable. We further find that Anderson, Clayton & Co., 
and H. M. Wolf & Co., made shipments as described and paid and 
bore the charges thereon; that they were damaged in the amount 
of the difference between the charges paid and those that would 
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have accrued upon the basis herein found reasonable; and that they 
are entitled to reparation, with interest. These complainants shoujq 
comply with Rule V of the Rules of Practice. 

The complaint is filed on behalf of numerous other shippers of 
cotton but no evidence was introduced with respect to any ship. 
ments made for or on their behalf, but in the event shipments were 
made by such members of complainant associations, they should file 
statements under Rule V of the Rules of Practice, showing the 
details thereof, accompanied by appropriate proof in the form of 
affidavits that the shipments were made, and that freight charges 
and the additional 5-cent compress charge were paid and borne by 
them. If defendants object to proof in the form of affidavits they 
may request a further-hearing with respect to the subject matter, © 


ESTIMATED ASPARAGUS WEIGHTS 


A finding of non-justification, without prejudice to the filing 
of schedules in conformity with the opinion expressed in the 
report, has been written by Commissioner Lewis in I. and §, 
No. 2040, express weights on asparagus from Arizona and Cali- 
fornia, mimeographed. The American Railway Express Com. 
pany, the principal respondent, last February, proposed to can- 
cel the estimated weights on shipments of asparagus, by ex- 
press, from points in Arizona and California, without subst- 
tuting anything in place of them. Actual weights would have 
to be taken, had the cancellation schedules been allowed to 
become effective. 

One shipper protested. The express company proposed 
cancellation because, it said, the weights of the 2-pound and 
2.5-pound bunch crates, now estimated at 28 and 34 pounds, 
had increased by reason of practices of the shippers, in adding 
stalks and wrapping in wet moss. It said the use of estimated 
weights was to expedite billing and not to make concessions 
in weight. The protestant admitted the weights had increased 
and professed willingness to have the estimated weights in- 
creased. The shipper and the express company agreed, said 
the report, that estimated weights of 34 and 40 pounds per crate 
would more nearly approximate the average weights at present. 

The commissioner said the finding of non-justification was 


without prejudice to the filing of new schedules establishing 
the higher weights. 


APPLE REPARATION 


Reparation has been awarded in No. 14952, Gilinsky Fruit 
Company vs. Director-General, mimeographed, on account 
of an unreasonable rate on two carloads of apples shipped 
from Fort Sumner, N. M., to Omaha, in September, 1919. Rep- 
aration was sought, and awarded, to the basis of a rate of 66.5 
cents, a rate contemporaneously in effect from Clovis, N. M, 
the Clovis rate applying through Fort Sumner. The last men- 
tioned point is now definitely in the Roswell, N. M., group, with 
the 66.5-cent rate applicable on fruits and vegetables to Mis- 
souri river points. 

A rate of $1.215 was imposed. The Commission found the 
applicable rate was a commodity rate of $1.175, made effective 
by the intermediate application clause. The Director-General 
contended the 66.5-cent rate, to which reparation was demanded, 
was subnormal, and that the entire adjustment on apples from 
New Mexico to Omaha and eastern points was depressed by 
trade competition. The Commission said, however, the rates 
in question were voluntarily established and that, when, in 1921, 
the Santa Fe extended the Roswell group so as to include Fort 
Sumner, it simply included that additional point on the Pecos 
river, which was nearer to Clovis than any of the other Pecos 
river points enjoying the 66.5-cent rate. In further recognition 
of the fact that Fort Sumner was entitled to the Roswell group 
rate, the Commission said, the Santa Fe subsequently estab- 


lished the same rates from all these points on fruits and vege- 
tables generally. 


RATE ON COMPOSITION SOLES 


In a mimeographed report the Commission has dismissed the 
complaint in No. 14782, Tomahawk Shoe Company vs. Chicago, 
Milwaukee & St. Paul et al., on a finding that the rate on rub- 
ber soles was applicable and not unreasonable on a carload ship- 
ment of “Textan” soles from Nashville, Tenn., to Tomahawk, 
Wis. The shipment was described in the bill of lading as ‘220 
cases rubber soles.” Charges were collected at a combination 
rate of $1.45, said to have been the applicable rate on “boot 
and shoe findings, counters, heels, soles, or taps, rubber.” The 
Commission said the applicable combination rate on these com- 
modities was $1.46. 

The article shipped, the report said, is a composition sole 
manufactured by the B. F. Goodrich Company of Akron, O. 
Complainant said the soles, composed of rubber, fibre and filler, 
were fibre soles and that the rate published on rubber soles was 
therefore not applicable. Defendants urged that soles such as 
the “Textan” were known commercially as rubber soles. The 


Commission said the outstanding undercharges should be 
promptly collected. 


GUM VENEER RATE CASE 


An order of dismissal] has been entered in No. 14680, Frost’s 
Veneer Seating Company, Inc., vs. St. Louis Southwestern et al, 
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mimeographed, on a finding that the through rate in effect in 
December, 1920, on gum veneer, from Clarendon, Ark., to New- 
port, Vt., was not unreasonable. The applicable rate was $1.075. 
Two carloads were shipped and charges were collected amounting 
to $740.06, on which the Commission said was an undisclosed 
basis. It said there was an outstanding undercharge of $20.94. 
The complaint alleged the rate was unreasonable and excessive 
to the extent it exceeded 60 cents, the contemporaneous rate on 
common lumber. The complainant cited the Commission’s deci- 
sion in National Veneer & Panel Association vs. Aberdeen & 
Rockfish, 81 I. C. C. 227, as supporting its contention. The Com- 
mission quoted from that case wherein it said the rates on 
yeneer had not been shown to have been unreasonable but said 
they would be unduly prejudicial to the extent they exceeded, 
in the future the relationship therein prescribed. 


POTASH COMPLAINT DISMISSED 


The Commission has dismissed No. 14441, Standard Potash 
Company vs. Director-General, Chicago Great Western, et al., 
mimeographed, on a finding that the rate and rating on alkali 
salts, so-called potash, from Omaha to Dubuque, are not unrea- 
sonable or otherwise unlawful. The shipments, ten carloads, 
involved in the complaint, were made in April, 1919. The com- 
plaint alleged the fifth class rate of 27.5 cents, assessed as the 
first factor of a. rate from Omaha, to destinations east of the 
Mississippi, was and is unjust, unreasonable, discriminatory and 
unduly prejudicial. Reparation and the establishment of the 
class E rating for the future were sought. 

In discussing the complaint the Commission said the com- 
plainant’s case was based, largely, upon the proposition that 
because the class rates charged, for the haul west of the Mis- 
sissippi, as components of combinations to the east, were rela- 
tively higher than the contemporaneous commodity rates on 
through shipments from its plant in western Nebraska, the 
class rates, thus assessed, were necessarily unreasonable and 
unduly prejudicial. No evidence bearing upon the reasonable- 
ness of the combination rates, or even an exact statement of 
such rates, the Commission said, was introduced by the com- 
dlainant. It said it would therefore be impossible, on this record, 
to determine whether the total charges exacted were unrea- 
sonable if that were in issue. The fact that the rating on alkali 
salts was later reduced to class C in Western Classification, it 
said, was not sufficient to warrant condemnation of the com- 
bination. 


COTTON REPARATION AWARD 


A finding of unreasonableness and an award of reparation 
have been made in No. 14292, Hariss, Irby & Vose vs. Beau- 
mont, Sour Lake & Western et al., mimeographed, as to rates 
and charges on cotton, uncompressed and compressed in tran- 
sit, from thirteen stations in Louisiana, to Galveston. The 
shipments, consisting of 982 bales, were made between Sep- 
tember 1 and December 31, 1921. They were unrouted. The 
carriers, to preserve the long hauls to themselves, sent the 
shipments over routes, as reported by the Commission, from 
30 to 266 per cent longer than the reasonably direct routes. It 
said that was of little significance because little regard was 
had for distance, in the making of cotton rates in that region. 
Another reason for saying the length of the routes used was 
of little significance was that the rates with which those ap- 
plied were compared also applied over long routes. 

The stations from which the cotton moved are in central 
and north Louisiana. Rates from that territory to the ports 
were considered in Cotton and Cotton Linters to Louisiana and 
Texas Ports, 85 I. C. C. 5, decided November 23, 1923. The 
complaint alleged the rates were unjust and unreasonable. It 
sought reparation on the basis of uncompressed rates no higher 
than those on cotton compressed in transit. On that point the 
Commission said that as the question of relationship of rates 
on the two kinds of bales now stood, the rates on uncompressed 
cotton should be 13.5 cents higher than those on cotton com- 
pressed in transit. As to the volume of the rates, it suggested 
that the basis laid down in 85 I. C. C. 5, modified to reflect the 
level of rates at the time of the shipments, would be the proper 
basis. On the points in issue it said: 


In Cotton and Cotton Linters to Louisiana and Texas Ports, supra, 
we found that rates on uncompressed cotton which exceeded rates 
on cotton compressed in transit by more than 12 cents had not been 
justified. Modified to reflect general rate levels prior to July 1, 1922, 
this spread would be 13.5 cents. 

We find that the rates assailed were unreasonable to the extent 
that they exceeded rates per 100 pounds as follows: On cotton com- 
pressed in transit, from Robeline, Cypress, Natchitoches, Boyce, and 
New Roads, 85.5 cents; from St. Landry and Ville Platte, 75 cents, 
from Morrows, Palmetto, and Melville 82 cents; on uncompressed 
cotton, from Coushatta and Campti, 98.5 cents; from Robeline, Natchi- 
toches, Boyce, and New Roads, 99 cents; from St. Landry and Ville 
Platte 88.5 cents; from Morrows, Rosa, and Palmetto, 95.5 cents. 
We further find that complainants received shipments as described 
and paid and bore the charges thereon; that they have been damaged 
thereby in the amount of the difference between the charges paid 
and those which would have accrued at the rates herein found rea- 
sonable; and that they are entitled to reparation with interest. Com- 
plainants should comply with Rule V of the Rules of Practice, and 
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in that connection should take into account outstanding overcharges 


and undercharges. 
RATES ON BRICK 


The Commission, in I. and S. No. 2168 (mimeographed), 
has condemned the proposed cancellation of the combination 
rule for constructing through rates on common brick betweeen 
points in Iowa, Wisconsin, Minnesota, the Dakotas, Montana, 
Idaho, Oregon and Washington for reasons stated in prior cases. 
On proposals to cancel that rule in this case, the carriers pointed 
out that, by the operation of the rule, they would be deprived 
of some of the revenue that would result from strict application 
of rates made in accordance with the criteria in National Paving 
Brick Manufacturers’ Association vs. Alabama & Vicksburg (68 
I. C. C. 218). Protesting carriers also showed where they would 
obtain more than intended by the decision in that case, if the 
rule were used. 


CRUDE CLAY CASE DISMISSED 


The Commission has dismissed No. 15335, Niagara Wall- 
paper Co. et al. vs. Macon, Dublin & Savannah et al., on a find- 
ing that the rates on crude clay, from Dedrick, McIntyre and 
Dry Branch, Ga., to Niagara Falls, N. Y., and New Brighton, 
Pa., are not unreasonable. The complaint alleged they were 
also unjustly discriminatory and unduly prejudicial. The high 
grade, nearly white clay used in the paper industry was involved. 
The rate challenged was $7.09 per net ton. One shipment ap- 
parently was undercharged half a cent per ton, the Commis- 
sion said. Complainant proposed a rate of $6.78 to Niagara 
Falis and $6.01 to New Brighton. 


INITIAL ICING REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15221, Swift & Company vs. Director- 
General, mimeographed, on a holding that it was illegal for the 
carriers to refuse to pay the shipper for initial icing of ship- 
ments of dressed poultry, butter, eggs and cheese, in carloads, 
between August 1, 1919, and December 31, 1919. The shipments 
were those involved in Swift & Company vs. Director-General, 
77 I. C. C. 678, wherein the Commission found that charges for 
ice and salt furnished by the carriers were illegal. By stipula- 
tion, pertinent facts in that case were considered in this one. 
In the period in question, the Director-General had a rule pro- 
viding for compensation for ice, or for ice and salt, used in 
the initial icing in central territory of shipments of designated 
perishables, rated third class or higher in carloads, 15,000 
rounds minimum. 

The report covers a sub-number, Armour & Company vs. 
Director-General. The finding is as follows: 


We find that the neglect and refusal of defendant to pay com- 
plainants the allowance provided for in the tariffs of the actual cost 
of ice actually furnished by complainants not exceeding $3 per ton 
of 2,000 pounds for ice used in initial icing of shipments of butter, 
eggs, dressed poultry or cheese in straight or mixed carloads made 
during the period August 1 to September 5, 1919, inclusive, and not 
exceeding $4 per ton for ice used’ during the period September 6 to 
December 31, 1919, inclusive, was and is illegal. We further find that 
complainants, Swift & Company and Armour & Company, made the 
shipments described by them respectively and paid and bore the cost 
of the initial icing of such shipments, including ice, salt and labor; 
that no part of said cost has been paid to either of said complain- 
ants; that they have been damaged thereby, and are entitled to rep- 
aration in the amount of $3 per ton of 2,000 pounds of ice actually 
furnished by them used in the initial icing of shipments made during 
the period August 1, 1919, to September 5, 1919, inclusive, and in the 
amount of $4 per ton of 2,000 pounds of ice actually furnished by 
them used in the initial icing of shipments during the period Sep- 
tember 6, 1919, to December 31, 1919, inclusive, with interest. The 
parties should comply with Rule V of the Rules of Practice. 


REFRIGERATION TOO HIGH 


The Commission, in No. 14958, Buxton-Smith Company vs. 
El Paso & Southwestern et al., mimeographed, found not un- 
reasonable rates on melons and cantaloupes, in straight and 
mixed carloads, cantaloupes and vegetables in mixed carloads, 
from Imperial Valley points in California, to Douglas, Ariz. It 
found the refrigeration charges, running as high as $100 per 
car, unreasonable to the extent they exceeded, or may exceed 
$85 per car, ordered the establishment of the lower rate not 
later than November 18, and awarded reparation. The com- 
plaint alleged them unjust and unreasonable. The Arizona Cor- 
poration Commission intervened in behalf of the complainant. 

According to the Commission’s report, the effect of the com- 
plainant’s prayer in respect of the transportation rates, was a 
request for a group rate on all the traffic under consideration, 
for an average haul of 450 miles, equal in amount to the class 
C rate for that distance prescribed in Klamath County Chamber 
of Commerce vs. Southern Pacific, 74 I. C. C. 207. The class 
rates, however, were not involved, the Commission asserted. 

The railroads contended the class C rates were intended to 
apply on shipments from the fields and orchards to the can- 
neries and in effect were reshipping rates, to be applied on 
traffic out of which they would have an additional haul. The 
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Commission said that in no instance was a rate righer than 
class C imposed on carload traffic. 

Refrigeration charges, the Commission said, were admitted 
to be unreasonable, the railroad admission being that they were 
unreasonable to the extent they exceeded $90 per car. As here- 
inbefore set forth, the Commission said they were unreasonable 
to the extent they exceeded $85 per car. 


GETS RETROACTIVE ALLOWANCE 


In a report on No. 15646, New Orleans Coal & Bisso Tow- 
boat Co. vs. Louisville & Nashville, mimeographed, the Commis- 
sion found that a proposed allowance of 25 cents per ton for 
services rendered and instrumentalities furnished by the com- 
plainant, in transferring bunker coal from railroad cars to 
ships at New Orleans, between May 1, 1921, and January 31, 
1928, would have been reasonable and authorized the Louisville 
& Nashville to pay the complainant 14 cents per ton in addition 
to the allowance of 11 cents per ton made while the services 
were being rendered. 

The report covers two sub-numbers, the first a complaint by 
the same company against the Illinois Central and the second, 
a complaint against the New Orleans & Northeastern. No 
award was made against the Illinois Central or the Northeastern 
because the Commission said it could not compel them to in- 
crease their allowance to the complainant, retroactively. The 
Illinois Central and the Northeastern denied the principal allega- 
tions of the complainant and said they were unwilling to make 
retroactive allowance. The sub-numbers, therefore, were dis- 
missed. 

In its complaint the bunkering company alleged the rates 
charged, on coal from Kentucky and Alabama to New Orleans, 
in the period mentioned as covering the time for which retro- 
active allowance is to be made, were unjust and unreasonable in 
that an allowance of only 11 cents was made for the transfer of 
the coal from car to ship, while a reasonable allowance would 
have been 25 cents. 

The lines carrying coal to New Orleans divided on the ques- 
tion of an increased allowance for tipple service at New Orleans, 
the Louisville & Nashville favoring it and the others opposing. 
The Commission allowed the increase which the Louisville & 
Nashville was willing to pay to become effective January 1, 
1923, notwithstanding the protests of certain coal companies at 
New Orleans and the two railroad systems which declined to 
join in the move for retroactive application of the 25 cent al- 
lowance. They increased their allowance on January 1, 1923, 
for competitive reasons. 

Allowance of 11 cents was made by the Commission in New 
Orleans Terminal Allowances, 42 I. C. C. 748, decided January 
24, 1917. The tipple company then submitted cost data showing 
a cost of 13.5 cents per ton for the services rendered and the 
Commission said the railroad might allow cost not exceeding 
11 cents. 

Ever since 1921, the report says, the tipple company has 
been trying to obtain an increase in that allowance, presenting 
cost bills to the Louisville & Nashville showing costs running 
more than 27 cents per ton. Among the facts shown in the 
trial of this case, was that when the 11 cent allowance was 
made labor cost to the complainant was 15 cents per hour and 
that since that time it has risen to 35 and 40 cents per hour. 


The Commission said the record contained little evidence 
bearing on the complainant’s efficiency and economy in opera- 
tion. It said the New Orleans Dock Board operated a tipple at 
which the charge was 25 cents per ton. The Illinois Central’s 
tipple at Harahan, La., a suburb of New Orleans, charges 18 
cents. Prior to December 14, 1922, it was 20 cents. A subsidiary 
of the Southern, which uses the Northeastern at New Orleans, 
has a tipple at Chalmette, another suburb, where the charge 


is 18 cents per ton for drop or side dump cars and 27 cents 
for coke. 


Clearly, said the Commiss‘on, 11 cents was not a_reason- 
able allowance in the period under consideration. It said that 
considering the facts about labor cost, approval of an allow- 
ance of 25 cents would not be inconsistent with its former find- 
ing under which an allowance of 11 cents was made. 


WASTE PAPER COMPLAINT 


The Commission has dismissed No. 14356, Chase & Norton, 
Inc., et al. vs. Ann Arbor et al., mimeographed, finding that 
rates on paper stock (waste paper and rags), from points in 
New York harbor, to destinations in New York, New Jersey 
and New England, and to Niagara Falls, Ont., are not unrea- 
sonable or otherwise unlawful. The allegation in the complaint 
was that they were unreasonable, unjustly discriminatory and 
unduly prejudicial to the extent they exceeded rates from New 
York stations on Manhattan Island. 

The gist of the complaint, the Commission said, lay in the 
fact that rates from Brooklyn, or New York lighterage points, 
to the destinations mentioned, were higher than from Manhat- 
tan Island, the measure of the latter having been established 
by the New York Central when it made commodity rates to 
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Niagara frontier points, over its one-line, no-lighterage route, 
lower than sixth class, to meet Erie Canal competition. The 
complainant asserted that inability to obtain cars in Manhattan 
compelled them to truck their material to Brooklyn, and pay 
higher rates, although the term “lighterage free,” as used in 
various tariffs, contemplated that the rates from New York, 
which in some instances were lower than from Broklyn or from 
lighterage points, included transportation by lighters. 


RATES ON CAUSTIC SODA 


In a mimeographed report on No. 15235, Refinite Company 
and T. E. Stevens, receiver, vs. C. & N. W. et al., the Commis. 
sion has prescribed reasonable rates and has awarded repara- 
tion. It found that rates on caustic soda, in carloads, from 
Painesville, Ohio, and Detroit, Midland and Wyandotte, Mich., to 
Ardmore, S. D., were unreasonable and that certain shipments 
were overcharged. The Commission said the applicable through 
rates prior to July 1, 1922, were $1.185 from Painesville and 
$1.165 from the other. points. It found that the applicable 
through rates assailed were, are and for the future will be un- 
reasonable to the extent that the commodity rates from Chi- 
cago and Manitowoc to Ardmore on caustic soda, in carloads, 
originating at Painesville, Detroit, Midland and Wyandotte ex- 
ceeded, exceed or may exceed 93 cents from July 6, 1921, to 
June 30, 1922, inclusive, and 83.5 cents subsequent thereto. The 


condemned factor was 95.5 cents prior to July 1, 1922, and 8&6 
cents thereafter. 


DEMURRAGE CHARGES UPHELD 


The Commission has dismissed the complaint in No. 14858, 
Edward D. Murphy and William P. Murphy, trading as Murphy 
Brothers, vs. New York Central (mimeographed), on a finding 
that demurrage charges on shipments of hay and grain to 
Claremont Park station in New York, N. Y., held under con- 
structive placement at the Mount Vernon, N. Y., yards of the 
New York Central because of inability of the complainants to 


unload the shipments on their private siding, were properly 
assessed. 


RATE ON ALFALFA MEAL 


An award of reparation has been made by the Commission 
in a mimeographed report in No. 14982, Denver Alfalfa Milling 
& Products Company vs. Director-General, as agent, on a finding 
that a rate of 37.5 cents on alfalfa meal in carloads from Melina, 
Colo., to St. Louis, Mo., was not unreasonable except to the ex- 
tent that it exceeded the aggregate of intermediate rates or 
37 cents. The shipments moved in November and December, 
1918. The case was presented under the shortened procedure. 


COMPLAINT HELD BARRED 


The Commission in a mimeographed report in No. 14595, 
Monarch Cement Company vs. Santa Fe et al., has dismissed the 
complaint on the ground that it is barred. The complainant 
sought reparation on six shipments of cement from Humboldt, 
Kans., to Slick, Okla., in October and November, 1920. The 
complaint was filed November 29, 1922. The Commission said 
no evidence was offered at the hearing to show the dates on 
which the shipments were delivered, but the original freight 
bills, which were subsequently introduced in evidence, were 
dated prior to November 29, 1920. 


RATES ON LIQUID ASPHALT 


The Commission has dismissed the complaint in a mimeo- 
graphed report on No. 14850, E. J. Deas Company vs. Kansas 
City Southern et al., holding that rates on liquid asphalt, in 
tank-car loads, from Port Arthur and Port Neches, Tex., to 
West Monroe. La., were not unreasonable, and that no damage 
was shown to have resulted from departure from the long-and- 
short-haul provision of the fourth section. 


RATES NOT ILLEGAL 


An order of dismissal has been made in No. 14694, Traffic 
Bureau of Nashville et al. vs. Director-General, Baltimore & 
Ohio et al., on a finding that the rates charged, between Sep- 
tember 20, 1917, and July 25, 1922, on traffic from Cincinnati, 
and points taking Cincinnati rates, to Nashville, were not illegal, 
as alleged in the complaint. The complaint alleged they were 
illegal to the extent they exceeded the contemporaneous rates 
from Jeffersonville, Ind., to Nashville. The prayer was for 
reparation. The Commission said it appeared that complaints 
covering many of the shipments made in that period were in- 
formally presented to it. 

Tariff interpretation was the only issue, the Commission 
said. In the period under consideration the tariffs of the south- 
eastern carriers were published in four series: (1) Southeast- 
ern Class Tariff; (2) Southeastern Commodity Tariff, part 1; (3) 
Southeastern Commodity Tariff, part 2; and (4) Southeastern 
Tariff (untreated rates). The Commission said that as the 
parts of the tariffs to be considered were almost literally the 
same in each of the four series, any series might be used as 
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typical. It took M. P. Washburn’s Freight Tariff No. 1-A, I. C. 
C. No. 214, item No. 309, p. 62, reading as follows: 


Southeastern Class ‘Tariff—Rules and Regulations—Item 309. 
Subject: Application of Jeffersonville, Ind., rates south of Cincinnati, 
Ohio. Instructions via all lines (except as otherwise shown): On 
traffic originating at points of origin covered _by Agent C. E. Fulton's 
issue I. C. C. No. A-126 (Joint Proportional Freight Tariff No. 104-E) 
and I. C. C. No. A-115 (Joint Proportional Tariff No. 103-D), supple- 
ments thereto or reissues thereof, consigned to points of destination 
in this tariff, the rates published in this tariff, or supplements there- 
to, from Jeffersonville, Ind., will apply from Cincinnati, Ohio. 


It was the complainant’s contention that item 309 and the 
corresponding provisions in the other series of tariffs, author- 
ized the application, on traffic originating at points of origin 
named in Morris’ I. C. C. No. 666, including Cincinnati, and 
points taking Cincinnati rates, of rates published to apply from 
Jeffersonville to Nashville, the Jeffersonville rates being sub- 
stantially lower than the contemporaneous rates from Cincin- 


nati. In discussing and disposing of the case the Commission, 
in part, said: 


Complainant admits that it was not the intention of the carriers 
in issuing the tariffs here considered to make the Jeffersonville rates 
applicable on traffic from Cincinnati to Nashville; that during the 
entire period of time from September 20, 1917, to July 25, 1922, neither 
shippers nor carriers interpreted the tariffs as complainant now does, 
and that no objection was made by the shippers to the assessment of 
freight charges under the specific rates from Cincinnati to Nashville 
named in the tariffs. But complainant urges that whatever may have 
been the intention of the framers of the tariffs a tariff is to be con- 
strued according to its terms, Los Angeles Pressed Brick Co. v. P. E. 
Ry. Co., 69 I. C. C. 254, and it contends that the terms of the tariffs 
make the rates from Jeffersonville to Nashville applicable on traffic 
from Cincinnati and points taking Cincinnati rates to Nashville. 

The construction contended for by complainant is based entirely 
upon this equalization note contained in each of the four series of 
southeastern tariffs in connection with Morris’ I. C. C. No. 666 and 
is entirely dependent upon the construction of these tariff notes in 
connection with the Morris tariff. It will be noted that the Morris 
tariff publishes local, joint and proportional class and commodity rates 
between points north of the Ohio river, or in Kentucky within central 
territory, including Cincinnati and Jeffersonville, both north of the 
Ohio river. The latter two points are published as destination sta- 
tone on southbound traffic and as origin stations on northbound 
traffic. 

Defendants contend that this equalization note is by its headnote 
restricted to rates “‘south of Cincinnati,’’ and that this term restricts 
the application to shipments originating beyond Cincinnati. In other 
words they contend that the use of these words had the same effect 
as would a specific statement that the rates were proportional rates. 

It clearly was the intention of the southeastern carriers to re- 
strict this equalization note to shipments originating beyond Cincin- 
nati for the purpose of equalizing rates to southeastern territory on 
through traffic from the territory north of the Ohio river and west- 
ward via the various Ohio river crossings. On the other hand, ship- 
pers are justified in relying upon the published rates, and if the in- 
tention of defendants may not fairly be gathered from the tariffs 
themselves, the familiar rule that the intention of the tariff framers 
is not controlling must be applied. 

When question is raised concerning the proper construction of 
carriers’ tariffs, the rule of fair and reasonable construction applies. 
Raymond Hadley Corporation v. Boston & M. R. R., 174 N. Y. Supp. 
342. In our opinion, the fair and reasonable conclusion to be drawn, 
when all the pertinent tariff provisions are considered together, is 
that the equalization notes did not make the Jeffersonville rates ap- 
plicable from Cincinnati on traffic originating at Cincinnati or at 
Cincinnati rate points. We are confirmed in this conclusion by the 
fact that for approximately five years while these notes were in effect, 
although as the record indicates thousands of shinments moved from 
and to these points, none of the shippers or carriers considered the 
tariffs as authorizing the application of the Jeffersonville rates on 
this traffic. No shipper, therefore, was misled, or relied upon the 
lower rates to his damage. 

We find that the rates charged from Cincinnati. Ohio, and points 
taking Cincinnati rates to Nashville, Tenn., between September 20, 
1917, and July 25, 1922, inclusive, were not illegal. The complaint 
will be dismissed. 


NO RAW SUGAR REPARATION > 


The Commission has dismissed No. 14749, Garcia Sugars 
Corporation vs. New York Central et al., mimeographed, on a find- 
ing that rates on raw sugar, from Brooklyn, New York, Wee- 
hawken, and Philadelphia, to Marine City, Mich., between March 
5 and August 18, 1920, were not unreasonable. The complaint 
alleged that rates of 35 and 33 cents, imposed on 201 carloads, 
were unreasonable to the extent they exceeded 27 and 25 cents, 
respectively. 

No commodity rates were in effect over the routes over which 
the raw sugar was moved to a refinery at Marine City, which 
usually operates in the refinement of beet sugar. Contem- 
poraneously, however, the Commission said there was a com- 
modity rate of 29 cents via the Baltimore & Ohio and its con- 
nections, from Philadelphia to Marine City, but for some unex- 
plained reason that route was not used. Full fifth class, ap- 
plicable on refined sugars as well, was imposed on the shipments. 

Contemporaneously, the Commission said, commodity rates 
of 27 cents from New York rate points, 25 cents from Philadel- 
phia rate points, and 24 cents from Baltimore rate points were 
in effect to Niagara Falls, St. Catharines, Chatham and Wallace- 
burg, Ont. The class rates to Marine City were the same as 
to Chatham and Wallaceburg. Therefore the complainant con- 
tended the commodity rates on sugar should have been on a 
parity. May 27, 1921, Marine City was granted the same com- 
modity rates as the Ontario points, but they were canceled. 


Little traffic moved on them and they were cancelled March 19, 
1923. 
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In support of the contention for a parity of rates as between 
Marine City and the Ontario destination, the complainant cited 
as an additional fact that the carriers had proportional rates on 
raw and refined sugars from Atlantic seaboard points to Mis- 
sissippi river crossings which were from 75 to 80 per cent: of 
the fifth class basis. The Commission said the rates from New 
Orleans to central territory were likewise between 75 and 80 
per cent of fifth class. 

The railroads defended the difference in treatment of Marine 
City and the Ontario points on the fact that there was no com- 
petition between sugar refineries in the United States and 
Canada, presumably because of import duties. The railroads 
said the lower rates to the Ontario refineries were granted as 
an inducement for the movement of raw sugar over the United 
States routes rather than through Montreal. The commodity 
rate on raw sugar from Montreal to the Ontario refineries at 
Chatham and Wallaceburg was 22.5 cents and a substantial 
movement was said to take place on it. That basis was not 
accorded to Marine City from Montreal. 

Formerly there was a distinction in rates in trunk line and 
central territories, between raw and refined sugar, but the dis- 
tinction was abolished in 1918 by the Director-General and fifth 
class was applied to both kinds. The reason for the abolition 
of the distinction was said to be the difficulty of distinguish- 
ing between raw and refined. The Commission has approved 
the fifth class on refined, in Sugar Cases of 1922, 81 I. C. C., 448. 

In January, 1921, Marine City was given the Wallaceburg 
and Chatham basis, although, the Commission said, competition 
with those points was not advanced as a reason for the change. 
The carriers said the lower rates were given as an experiment 
but there was little movement on the rates and they were elimi- 
nated, as before set forth, in March, 1923. In disposing of the 
complaint, the Commission said: 


The record justifies the conclusion that the circumstances gov- 
erning the application of commodity rates to the Ontario points sub- 
stantially differed from those surrounding the movement of raw sugar 
to Marine City. The former are not acceptable as a measure of rea- 
sonable rates on these shipments; nor is the subsequent publication 
of the commodity rates sufficient ground in the absence of other 
proof for finding that the rates charged were unreasonable. Du Pont 
de Nemours Powder Co. v. Pa. R. R. Co., 46 I. C. C. 363; A. Rosen- 
blum v. N. Y. P. and N. R. R. Co., 48 LC. C. 67. 


SUSPENDED TARIFFS 


In I. and S. No. 2243, the Commission has suspended from 
October 1 until January 29 schedules published in the following 
tariffs: Speiden: Supplement No. 6 to I. C. C. No. 805, and 
supplements Nos. 2 and 3 to I. C. C. No. 837; New Orleans 
Great Northern: I. C. C. No. 702. 

The suspended schedules propose to cancel the present 
commodity rates on tropical fruits, less than carload, and apply 
higher class rates in lieu thereof, from New Orleans, La., Ma- 
bile, Ala., and other Gulf ports and related points to Mississippi 
Valley destinations. The following is illustrative: 


Oranges From 
New Orleans, La. Mobile, Ala. 


To Pres. Pro. Pres. Pro. 
a ee 62 91% 5514 82 
PRE, SNS 56s 0idewisenedanawas 62 91142 62 88 


In I. and S. No. 2244, the Commission has suspended from 
October 1 until January 29 schedules as published in supple- 
ment No. 14 to Glenn’s I. C. C. No. A-432. The suspended 
schedules propose to change the basis for arriving at propor- 
tional rates and carload minima applicable on citrus fruits from 
interior Florida points to Florida basing points, which will re- 


sult in increased rates, as indicated by the following illustra- 
tions: 


Oranges in carloads, to Jacksonville, Fla.—Minmum 300 boxes. 
Rates in cents per box. Present, from Sanford, Fla., 21; Orlando, 
Fla., 23; Tampa, Fla., 27; Arcadia, Fla., 30.. Proposed, minimum 
30,000 pounds. Rates in cents per 100 pounds, from Sanford, Fia., 
26.5; Orlando, Fla., 29; Tampa, Fla., 34; Arcadia, Fla., 38; equivalent 
in cents per box, from Sanford, Fla., 25.2; Orlando, Fla., 27.5; Tampa, 
Fla., 32.38; Arcadia, Fila., 36.1. 


In I. and S. No. 2245, the Commission has suspended from 


October 1 until January 29 schedules published in the following 
tariffs: 


Atchison, Topeka & Santa Fe Ry.: Supplement No. 22 to I. C, C. 
No. 9317 


“Chicago & North Western Ry.: I. C. C. No. 9394. 


Chicago, Burlington & Quincy R. R.: Supplement No. 4 to I. C. C. 
No. 15934. 


Chicago, Milwaukee & St. Paul Ry.: Supplement No, 22 to I. C. C. 
No. B4862. 


Chicago, Rock Island & Pacific Ry.: Supplements Nos. 25 and 26 
to I. C. C. No, C11230. 


Minneapolis & St. Louis R. R.: Supplement No. 8 to I. C. C. 
No. B546 


Union Pacific R. R.: Supplement No. 8 to I. C. C. No. 3482. 


The suspended schedules propose to cancel the through rates 
on grain and grain products, carloads, from points in Minne- 
sota, Iowa, Missouri and Illinois to destinations in Kansas, 
Oklahoma, Nebraska, Colorado and Wyoming, for the purpose 
of permitting combination rates based on the primary grain 
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markets to apply on this traffic. This results in substantial 
increases in the majority of instances. The following illustrates 
the increases on wheat and wheat articles. Corresponding in- 
creases are proposed on corn and corn articles. Rates in cents 
per 100 pounds from: 


Minneapolis, Minn. Chicago, Ill. Des Moines, Ia. 


Pres. Pro. Pres. Pro. Pres, Pro. 
Lincoln, Neb........... 27% 33% 28% 3416 24% 25 
Burlington, Colo....... 38 44 39 45 35 3516 
Wemene, MENS. cccccece 29% 3546 291% 35% 25% 29 
Oklahoma City, Okla.. 40 46 40 46 36 42 


In I. and S. No. 2246, the Commission has suspended from 
October 1 until January 29 the operation of certain schedules 
as published in supplements Nos. 30 and 31 to Agent E. B. 
Boyd’s Tariff I. C. C. No. A-1352. The suspended schedules pro- 
pose to reduce rates on oyster shells, carloads, from New Or- 


leans, La., and related points to points in Nebraska. The fol- 
lowing is illustrative, from New Orleans, La.: 

To Present Proposed 
PE, SSE, cn cvtenteendtnenanneernameoteuweecusmens 53 41% 
SEE c.cckeuseccesthntededetenemarccseeunnenes 53 49 
BN WIGEE, THOU. Séce ve dccecccesveseseuceceeseueceesste 5416 49 


In I. and S. No. 2248, the Commission has suspended from 
October 1 until January 29 schedules published in supplements 
Nos. 12, 13 and 15 to the Baltimore & Ohio (Eastern Lines) 
I. C. C. No. 20000. The suspended schedules propose to cancel 
the present exceptions to the Official Classification, which pro- 
vides a rating of third class plus 3 cents per 100 pounds on 
common black blasting powder and to apply in lieu thereof 
the full classification rating of first class on traffic from Fair- 
chance, Pa., Evans, Pa., and Rita, W. Va., to points in Eastern 
Trunk Line territory. The following is illustrative: 


From Fairchance, Pa., rates in cents per 100 pounds, to Fairmont, 


W. Va., present, 35; proposed, 44; to Clarksburg, W. Va., present, 47; 
proposed, 61. 


In I and S. No. 2247, the Commission has suspended from 
October 1 and later dates until January 29 schedules as pub- 
lished in various tariffs filed by Boyd, Jones, Leland, and by 
individual lines publishing rates from, to and between points 
in Missouri and interstate destinations. The suspended sched- 
ules propose to revise the class rates between points in Mis- 
souri and between points in Missouri and points in other states, 


resulting in both increases and reductions. The following table 
is illustrative: 


FROM KANSAS CITY, MO., TO SPRINGFIELD, MO. 


Classes— 1 2 $ 4 5 
PL ss vacetieeuweewete 74% 61 50% 35 27% 
MOY “Siicavncasvteoeues 106 90 73% 63 48 
TO POPLAR BLUFFS, MO. 

DINE. a: eavenveadecowace 121% 99 69 4816 411% 
a ee 15814 185% 111 95 71 
TO FORT SCOTT, KANS. 

I ee Ee Oe 61 52 44% 3614 6 
errr 74% 61 5044 35 2716 
FROM ST. LOUIS, MO., TO SPRINGFIELD, MO. 

Classes— 1 2 3 4 5 
Rr re 94 79 61 48th 3814 
PN vicss cuccouncenege 116 99 811% 70 52 
TO POPLAR BLUFFS, MO. 

NINN... 254. 05 auc dite assuiecaisnee drones 108 914% 75 64% 52 
ere arn 97 82 67% 57% 43 
TO FORT SCOTT, KANS. 

NER orx ctu ha) 5 Gras iavaiipenatenes 112% 93 69 4816 41% 
ee ere 136 115% 95 814% 61 


In I. and S. No. 2241, the Commission has suspended from 
September 27 until January 25 schedules published in supple- 
ments Nos. 22 and 5 to the Chicago, Rock Island & Pacific 
I. C. C. Nos. C-11172 and C-11289, respectively, and supplement 
No. 21 to Leland’s Tariff I. C. C. No. 1570. The suspended 
schedules propose generally to increase the rates on live stock 
from stations on the C. R. I. & P. Ry. and a number of its 
connections in Southwestern territory to Omaha, Neb. The 
following is illustrative: 


To Omaha, Neb., from Amarillo, Tex., present, 50%; proposed, 
58%; Tucumcari, N. M., present 51; proposed, 6]: Texhoma, Okla., 
present, 50; proposed, 55. 


In I. and S. No. 2242, the Commission has suspended from 
September 30, until January 28, schedules as published in 
joint tariff, Jones’ I. C. C. No. 1564, and supplement No. 2 
thereto; and Leland’s I. C. C. No. 1703, and supplement No. 2 
thereto. The suspended schedules propose to increase the 
rate on lard substitutes, carloads, from New Orleans, La., 
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group stations to the El Paso, Tex., Group, from $1.01 to $1.28 
per 100 pounds. 


COMMISSION ORDERS 


The Montgomery Gravel Company has been authorized to 
intervene in No. 15942, Roquemore Gravel Company vs. A. & 
W. P. R. R. et al. 

The Birmingham Slag Company and Montgomery Grave} 
Company have each been authorized to intervene in No. 15945, 
Roquemore Gravel Company vs. A. & W. P. R. R. et al. 

The Bertha Mineral Company has been permitted to inter. 
vene in No. 16238, the Grasselli Chemical Company vs. A. C, 
& Y. By. et al. 

The Evansville Chamber of Commerce has been permitted 
to intervene in No. 16250, Indiana State Chamber of Commerce 
vs. B. & O. R. R. et al. 

The Oklahoma Portland Cement Company has been per. 
mitted to intervene in No. 15806, Lehigh Portland Cement Con- 
pany vs. Aberdeen & Rockfish R. R. et al. 

The Chamber of Commerce of Shreveport, La., has been 
authorized to intervene in No. 15882, Marshall Mill and Elevator 
Company, Inc., vs. K. C. S. Ry. et al. 

The Tribune has been permitted to intervene in No. 16064, 
age Willamette Paper Company vs. Western Transportation 

o. et al. 

The Louisiana Cottonseed Crushers’ Association has been 
authorized to intervene in No. 16164, Natchez Freight and Traf- 
fic Bureau vs. Mo. Pac. R. R. et al. 

The Commission’s proceeding in No. 11756, Bangor & 
Aroostook R. R. Co. et al. vs. Aberdeen & Rockfish R. R. et al, 
has been reopened for further hearing and consideration upon 
the issues presented by the answer, protest and cross petition 
of the New York, Chicago & St. Louis Railroad Company. 

The defendants’ petition for vacation of the order and for 
oral argument in No. 13449, North Carolina Pine Association 
et al. vs. A. C. L. R. R. et al., has been denied. 


PETITIONS FOR REHEARING, ETC. 


The Pueblo Commerce Club and numerous baking com- 
panies have filed a petition with the Commission in Docket No. 
13930, Express Rates, 1922, asking that the carrier’s petition 
for reconsideration of the order reducing class rates in the west 
and south be denied. 

The respondents in I. and S. No. 2068, grain and grain 
products between Mississippi River and Missouri points, have 
moved the Commission to make certain modifications of its 
report and orders therein. 

The defendants in No. 13954, Alton Mercantile Company et 
al. vs. Alexandria & Western R. R. et al., have asked for re- 
opening of the case. 

The complainant in No. 12481, H. J. Heinz Company vs. 
Director-General, and P. R. R., has filed a petition with the 
Commission asking for modification of the Commission’s order 
with respect to carload minimum weight, or for reargument. 

The respondent and defendant carriers in Docket No. 14787, 
and consolidated cases, Wool Rates Investigation, 1923, have 
filed a petition asking for rehearing and/or modification of 
the Commission’s order of July 8. 

The complainant in No. 13791, Murphysboro Paving Brick 
Company vs. Santa Fe et al., has filed a petition with the Com- 
mission asking that its complaint be restored to the formal 
docket for decision. 

The Missouri Portland Cement Company has asked for re- 
hearing or argument in I. and S. No. 2153, sand and gravel from 
Missouri points to St. Louis. Mo., for beyond. 

The Purington Paving Brick Company and other members 
of the complainant’s association have asked the Commission to 
modify its order in No. 10733, National Paving Brick Manufac- 
turers’ Association et al. vs. A. & V. Ry. et al., so as to eliminate 
Pane | bricks and blocks” from the “Uniform Brick List” pre- 
scribed. 

The defendants in No. 13606, Larrowe Milling Company vs. 


Ann Arbor R. R. et al., have filed a petition with the Commis- 
sion asking for rehearing. 


VALUATION REPORT 


In a tentative valuation report on the property of the 
Nesquehoning Valley Railroad Company, as of June 30, 1918, 
the Commission has found the final value of total owned. but 
not used property to be $1,132,539. The line embraces 38 miles 
of track between Nesquehoning Junction and Tamenend, Pa. 
It is leased to the Lehigh Coal & Navigation Company, which, 


in turn, subleases the property to the Central of New Jersey 
and the Lehigh & New England. 





GUARANTY CERTIFICATE 
The Commission has certified to the Secretary of the 
Treasury that $48,083.75 is due the Huntingdon & Broad Top 
Mountain Railroad & Coal Company in final settlement of the 
guaranty for the first six months after the end of federal con- 
trol. The total found due the carrier was $253,083.75. 
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COMPLAINT NOT BARRED 


In a report on No. 15075 Texas Company vs. Atchison, 
Topeka & Santa Fe et al., Examiner I. L. Koch had to consider 
the virtue of paragraph 3 of section 16 of the interstate com- 
merce act as a reviver of a claim that a rate was unreasonable, 
after the two year period had expired, but on which the carrier 
had sued for the collection of undercharges. After quoting the 
paragraph, which extends the time for filing of a claim con- 
tending the rate is unreasonable, of a carrier sues after the 
expiration of the two year period, or within ninety days thereof, 
for a period of ninety days, Koch says the claim in this case 
was filed within ninety days after the carrier had sued for 
recovery of undercharges and, therefore, is not barred. 

The question in this case was as to the applicable rate on 
gasoline and kerosene, from Tulsa, Okla., to Clayton, N. M., via 
Pueblo, On shipments made between July 6 and October 15, 
1920. On July 6, 1923, the Santa Fe sued in the United States 
court for the district of Colorado for the recovery of under- 
charges. It claimed the rate via Pueblo was 82.5 cents. The 
complaint alleged the rate was unreasonable and unduly pre- 
judicial. It was filed July 24, 1923, or only eighteen days after 
the bringing of the suit. 

The complainant paid on the basis of the rate via Quanah, 
Okla., being under the impression that the rate was the same 
via several gateways. The Pueblo gateway was chosen with a 
view to expedition. The rate via Quanah, Fort Worth and 
Colorado Springs was 51.5 cents prior to, and 69.5 cents after 
August 26, 1920. 

Koch said the Commission should find the rate assailed 
unreasonable to the extent it exceeded 51.5 cents before, and 
69.5 cents after August 26, 1920. He said no evidence was 
introduced by the railroads and that an allegation of undue 
prejudice had not been sustained. 


NO ALLOWANCE WARRANTED 


Any allowance or division given the Texas Gulf Sulphur 
Company by the Gulf, Colorado & Santa Fe, for the switching 
services rendered by the locomotives of the sulphur company 
over tracks owned by it, in the opinion of Examiner R. N. 
Trezise, is without justification. His opinion is expressed in 
a tentative report on No. 14916, allowances or divisions re- 
ceived by the Texas Gulf Sulphur Company, a proceeding ini- 
tiated by the Commission, and No. 14366, Texas Gulf Sulphur 
Company vs. Atchison, Topeka & Santa Fe et al., and No. 13653, 
Texas Gulf Sulphur Company vs. Gulf, Colorado & Santa Fe 
et al. He has recommended the dismissal of the complaints 
and the discontinuance of the Commission’s proceeding. In the 
formal complaints the sulphur company said it was paying un- 
reasonable rates because it received no allowance. 

“The issue in this case,” said the examiner, “is whether 
the Texas Gulf Sulphur Company, through its industrial rail- 
road, is entitled to an allowance under the interstate commerce 
act for the performance of alleged transportation service ren- 
dered by it between its plant at Gulf, Tex., and Gulf Hill, Tex., 
a junction point with the main line of the Gulf, Colorado & 
Santa Fe, hereinafter termed the Santa Fe, and, if so, what 
that allowance should be.” 

The Commission’s investigation was ordered May 28, 1923, 
two days after the Santa Fe published a tariff in which it made 
an allowance of $9 per car to the sulphur company for switch- 
ing, from Gulf to Gulf Hill, carloads of sulphur destined to 
Galveston, Houston and Texas City, for export or coastwise. 
Trezise said no allowance was made on sulphur to all-rail des- 
tinations, nor on inbound fuel oil, although substantially the 
Same service was performed on them as on sulphur to the 
ports mentioned. He said a witness for the Santa Fe explained 
that the $9 allowance was not published as a consequence of 
a consideration of the cost of service, as that was not known, 
but was made wholly as a recognition of commercial conditions 
to place the sulphur company on a nearer parity with the 
Union Sulphur Company, that operated at Sulphur Mine, La., 
and which had a carrier subsidiary, the Brimstone Railroad 
& Canal Company. 

“A certain recommendation of one of the Commission’s ex- 
aminers contemplated an allowance to the Brimstone Railroad 
& Canal Company of $9 per car for switching from the sulphur 
plant at Sulphur Mine to the connection of the Southern Pa- 
cific,” said Trezise, indicating the probable source of the idea 
that $9 a car would be a proper allowance. “That recommenda- 
tion, however, has not been adopted by the Commission, nor 
has the Commission finally determined the maximum division 
to be received by the Brimstone Railroad & Canal Company. 
The Santa Fe’s witness explained that upon legal advice his 
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company did not reduce its rate to meet the rate to Gulf ports 
of the carriers serving Sulphur Mine, but sought, by an allow- 
ance, on certain of the shipments, to place the sulphur company 
in successful competition with the Union Sulphur Company at 
Sulphur Mine. He also testified that his company preferred 
to let the sulphur company do the switching, so long as it did 
not cost the Santa Fe anything. As previously observed, the 
Santa Fe’s own tariff provides for an alolwance as to a portion 
of the traffic, but upon a basis that cannot be approved, as it 
is not even purported to represent the cost of the service to 
the sulphur company, and, independent of the fact that the 
sulphur company desires to perform its own service, to the 
extent that the allowance exceeds the cost of the service, it 
is in the nature of a rebate, although published in a tariff 
filed with the Commission.” 

The examiner said it hardly seemed necessary to discuss 
the cost figures which the sulphur company presented, seeking 
to justify an average cost per loaded car, of $9.82. He said it 
was sufficient to state that the costs were excessive in that 
they included “interest on investment in tracks and roadway, 
fire protection, welfare, and various other similar items that 
should be excluded from the cost of performing the switching 
service by the industry.” 

“If the Santa Fe performed this service itself,’ continued 
the examiner, “which it has a right, if it desires and is permitted 
by the sulphur company to do, no expense would be entailed 
with respect to interest on investment in the private tracks 
and roadway of the sulphur company and many other items 
shown in the cost study.” 

The Trezise report is unlike most, if not all, other reports 
on questions arising out of the tap line and industrial railway 
cases in that no references are made in it to the reports of 
the Commission and the reports of the courts in support of 
the conclusions of law. Usually reports contain references to 
cases upon which the examiner relies to support the conclusions 
he asks the Commission to adopt as its report. In conclusion 
the examiner said: 


The commission has frequently found that an allowance to an 
industry for the performance of a service for a common carrier 
should be on the basis of the actual cost of the service for a direct 
movement, but in no instance should it exceed the cost to the 
carrier should it undertake to perform that service itself. A com- 
mon carrier should not be requried to make an allowance to an in- 
dustry for the service performed by the industry unless the com- 
mon carrier elects to employ the industry to perform that service. 
Prior to the establishment of the $9 per car allowance on sulphur to 
gulf ports and atter the sulphur company advised the Santa Fe that 
it would perform its own switching service it is obvious that no 
allowance to the su.phur company is justified. Also, since that pub- 
lication of the $9 per car allowance, the record confirms the view 
that the service by the Santa Fe would be unsatisfactory to the 
sulphur company. Irrespective of the fact that a carrier can not 
be required under its line-haul rates to make more than one place- 
ment of a car on industry tracks the commission can not authorize 
or approve an allowance for a service that the industry is un- 
willing for the carrier to perform. Witnesses for the parties rep- 
resented were given ample opportunity and were encouraged to 
express the attitude of their companies, the Santa Fe with respect 
to its willingness to employ the sulphur company and the sulphur 
company’s desire to have the Santa Fe perform this service at the 
convenience of the carrier rather than at the convenience of the 
sulphur company, and whether such arrangements would be satis- 
factory. Abundant opportunity was afforded the sulphur company 
to assert that the service of the Santa Fe wouid be satisfactory 
but its witness stated the contrary. Witness for the Santa Fe hesi- 
tated to express the willingness of his company to perform the serv- 
ice because it was his desire from a commercial standpoint to grant 
an allowance in order to place the sulphur company on more or less 
of a parity with the Union Sulphur Company at Sulphur Mine. Coun- 
sel fcr the Sinta Fe in brief states clearly the position of his com- 
pany as follows: “The Santa Fe is and has been willing, ready and 
able to perform all the transportation service involved in delivering 
to and receiving from this plant the traffic involved, but has been 
prevented from so doing by the complainant. As a result of the com- 
plainant’s policy of ‘kicking’ the Santa Fe engines out of this serv- 
ice and desiring to perform it, the Santa Fe has been forced to 
build four additional switch tracks from point A-9 to Mile Post 84 
pus 1,000 at an actual cost of $54,279.21. Under the operation prior 
to April 22, 1921, these additional track were unnecessary.’’ 

The Santa Fe can not be required to perform the switching serv- 
ice under consideration, or any part of it, solely at the convenience 
of the industry, nor is it permitted under the law to make an al- 
lowance on shipments switched by an industry that is unwilling to 
have the Santa Fe perform that service. Nothing stated herein 
should be understood as approving the present allowance of $9 per 
car. 


It is recommended that the complaints be dismissed and that 
the proceedings be discontinued. 





CRUDE CASE DISMISSED 


Examiner I. L. Koch has recommended the dismissal of 
No. 14691, Caddo Central Oil & Refining Corporation vs. Kansas 
City Southern et al., on a finding that the rate on crude oil from 
Mexia, Tex., and near-by loading stations, to Shreveport, La., 
is not unreasonable or unduly prejudicial. The allegation was 
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that it was unreasonable and unduly prejudicial in comparison 
with the rates to Beaumont and Port Arthur, as well as in vio- 
lation of the fourth section. 

The examiner said, as a result of the hearing on fourth 
section application No. 1046, in connection with the hearing on 
the formal complaint, that fourth section relief should be denied 
in so far as the application referred to the rate in question. 


EMPTY CONTAINER REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John B. Keeler in No. 
15655, Fitger Brewing Co. vs. Duluth, South Shore & Atlantic 
et al., as to charges on less-than-carload shipments of cases 
and casks containing empty bottles, returned from points on 
the Mineral Range, and the Duluth, South Shore & Atlantic, to 
Duluth, between June and December, 1920. The complaint 
alleged the rates were in violation of the first four sections 
of the interstate commerce law. Applicable fourth class was 
imposed. Reparation was sought to one-half of fourth class 
rates. That basis was in effect for many years and was re- 
stored November 15, 1922. Keeler said the Commission should 
find the charges unreasonable to the extent they exceeded those 


which would have accrued on the basis of one-half of fourth 
class. 


MUNITION LINT REPARATION 


Examiner I. L. Koch has recommended a finding of unrea- 
sonableness and an award of reparation in No. 14976, Edgar L. 
Pearson & Co. vs. St. Louis, Brownsville & Mexico et al., as 
to rates and charges on munition lint, from Brownsville, Belle- 
ville and LaGrange, Tex., to Des Moines and Dubuque, Ia., be- 
tween October 14, 1921, and January 4, 1922. The complaint 
alleged the rates were unreasonable to the extent they exceeded 
those on cottonseed hulls contmporaneously effective. Rates 
of 114 cents were charged from Brownsville to Des Moines, 
106 cents from Belleville to Des Moines, and 125.5 from La- 
Grange to Dubuque. The complaint suggested rates of .76.5, 
66.5 and 63 cents as reasonable. The examiner said the Com- 
mission should find the applied rates unreasonable to the ex- 
tent set forth by the complaint, except that 64 cents would 
be reasonable from LaGrange to Dubuque, all subject to a 
minimum of 30,000 pounds. He said the transportation char- 
acteristics of munition lint and hull shavings were practically 
identical. Munition lint is a war-time product and is no longer 
produced, hence no request for rates for the future. 


LOADING AND UNLOADING wna 


The Trafic World Washington Bureau 


In exceptions to the examiner’s report on No. 15445, the 
McCormick Warehouse Company, Inc., vs. Pennsylvania et al., 
counsel for the complainant, which operates warehouses at Balti- 
more, declare that the complaint involves, primarily, an issue 
of undue preference of and advantage to.the preferred ware- 
houses, and undue prejudice to complainant and the traffic han- 
dled at and through its warehouses. (See Traffic World, August 


23, p. 399.) The examiner recommended dismissal. Continu- 
ing, counsel for complainant say: 


The preferential and prejudicial practices find expression in vari- 
ous forms not the least reprehensible of which is the payment of 
allowances—in this instance subsidies, under the guise of agency 
and employment, and unlawful extension of credit to the patrons 
of the preferred warehouses, in violation of section 3 of the inter- 
state commerce act. Secondarily, the complaint alleges violation of 
section 2 of the act and violation of the provisions of section 6 
through the failure to publish certain terminal allowances granted 
to the preferred warehouses and certain facilities and privileges 
extended to the patrons of such warehouses while the property is 
still in the control of the defendants, and likewise to publish cer- 
tain terminal handling charges which are applied in a discriminatory 
manner and, apparently, at the discretion of the warehouse com- 
panies. 

The defendants have sought to cloak the unlawful practices com- 
plained of by investing the warehouse companies with the livery of 
agency. They have so well succeeded in this device as to make the 
discriminatory practices somewhat elusive in form and unusually dif- 
ficult of clear perception. 

The defendants’ ground of defense, however, results in the para- 
doxical situation, that if the defense is good against the charge of 
undue preference and prejudice, it results in the establishment of 
the charge of violation of certain other violations of the act which 
inhere in unpublished and unwarranted facilities and privileges granted 
by the warehouse companies and, in addition, a violation of the in- 
hibition of section 3 against the relinquishment of possession of freight 
at destination until all tariff rates and charges thereon have been 
paid. Complainant therefore takes the foregoing exception and asks 
leave to argue the same before the Commission orally. 


TANGLEFOOT CASE ARGUED 


The Trafic World Washington Bureau 

Arguments have been made, by Blackburb B. Esterline for 
the United States, Charles M. Reidy, for the Commission and 
Harry Howard, for the plaintiffs, in the United States court for 
the western district of Michigan, southern division, in Equity 
No. 2017, Western Paper Makers’ Chemical Co. and Tanglefoot 
Company vs. United States and Interstate Commerce Commis- 
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sion. In that case the plaintiffs sought to enjoin the enfores 
ment of the Commission’s orders in I. and S. No. 1900, Nava) 
Stores from Southern Producing Points to Various Destinations 
87 I. C. C. 740, and 89 I. C. C. 634. 

As summarized by Mr. Reidy, the plaintiffs contended the 
orders were not supported by evidence contained in the recon 
made in the proceedings before the Commission; and that the 
orders permitted and required violations of the fourth section, 
To show that the first allegation could not be accurate Mp 
Reidy reproduced, from the Commission’s report, a discussiop 
of dozens of rates which he said showed that the Commisgsijop 
had much evidence about rates before it. He showed, of course 
that the courts had nothing to with with whether the decision 
of the Commission was wise or foolish, the court’s duty being 
confined to ascertaining, in the instant case, whether there was 
evidence. 

Mr. Reidy pointed out that not only did the orders of the 
Commission not permit or require disregard of the fourth 
section but specifically denied relief from that section, on and 
after next May. He said the orders of the Commission re. 
quired the cancellation of the rates proposed by the carriers 
and therefore that the rule requiring the justification of rates 
increased January 1, 1910, did not apply. He said that that 
rule applied only as to rates proposed by the carriers, not to 


rates permitted or prescribed by the Commission under section 
15a. 


SUGAR RATE RELATIONSHIP 


The Trafic World Washington Bureay 

Arguments in which four or five attorneys were engaged at 
the same time were made, October 1, in I. and S. No. 2104, Sugar, 
Macon Territory to Southwestern states. Time was assigned to 
H. H. Larimore for the Missouri Pacific, A. H. Kiskaddon for the 
carriers generally, C. R. Hillyer for the Savannah Sugar Re. 
fining Company, Edgar Moulton for the New Orleans Joint Traffic 
Bureau and J. F. Abbott for the American Sugar Refining Com- 
pany, speaking especially in the interest of the New Orleans 
plant of that company. 

The issue was the relationship of rates on sugar from 
Savannah and New Orleans to Arkansas, a state in which the 
Savannah refinery at some point is now doing business, at an 
advantage, it was admitted, over New Orleans, although the 
last mentioned place has the advantage in mileage by about 
400 miles. Fifty or sixty destination points in central and north- 
ern Arkansas and in Oklahoma are the points at which the com- 
petition is hot. Savannah is in Macon territory, hence the use 
of Macon in the title of the case. 

Mr. Abbott, in his argument said that he and Mr. Hillyer 
agreed that to some points in Arkansas Savannah had an undue 
advantage but they disagreed as to the spread in rates as be- 
tween Savannah and New Orleans. Mr. Moulton agreed with Mr. 
Abbott that New Orleans was at a disadvantage and argued 
in favor of the rates as proposed, with changes in them if in 
given instances the spread was made too broad. Mr. Hillyer 
called attention to the conduct of the carriers, in the handling 
of the case, as indicating that they knew they had made pro- 
posals which they could not justify. They did not appear at 
the first hearing and at the second they submitted a proposal to 
establish a blanket rate of 70 cents from Savannah to Arkansas 
destination. He said the new rates proposed to increase the 
spread against Savannah to as much as 19.5 cents notwithstand- 
ing the testimony, as he claimed, of one of Mr.- Abboit’s wit- 
nesses that no sugar refinery could absorb a spread of more 
than six cents and continue in business. 


NEW ROLLING STOCK, ETC. 


An increase in the first eight months this year in the carry- 
ing capacity of freight cars as well as in the tractive power of 
locomotives is shown by reports from the carriers to the car 
service division of the American Railway Association. 

These show that on September 1 this year the average 
carrying capacity per car was 44-1/5 tons compared with 43% 
tons on January 1 or an increase of 7-/10 of a ton. 

For locomotives, the average tractive power per locomotive 
on September 1 was 39,706 pounds, compared with 39,164 pounds 
on January 1 or an increase of 542 pounds. 

Class I railroads the first eight months in 1924 placed in 
service 104,956 freight cars of which number 16,156 were in- 
stalled in the month of August. Of this 16,156 freight cars placed 
in service, box cars numbered 7,707, coal cars 4,012 and refriger- 
ator cars 1,360. 

Freight cars placed in service in the eight months period 
were a decrease, however, of 11,161 compared with the nuni- 
ber installed in the corresponding period in 1923. Reports 
showed 41,476 freight cars on order on September 1 with de- 
liveries being made daily. 

Locomotives installed the first eight months this year totaled 
1,497, of which 229 were placed in service in the month of 
August. The carriers also had on order on September 1 324 
locomotives. 

These figures as to freight cars and locomotives placed in 
service include new, rebuilt and leased equipment. 
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THE T - WORLD 
, HOOVER ON GOVERNMENT past. 4 rents originating in our economic life driving toward a mutual- 


SHIP 


(Radio Address by Secretary Hoover, of the Department of Commerce, 
Delivered From Washington, Monday Evening, September 29) 


Senator La Follette’s party proposes government owner- 
ship and operation of railway and other public utilities. The 
senator emphasizes this: “I am for government ownership of 
railroads and every other public utility—every one.” This means 
all railways, power, light, telephone and telegraph. Between 
them we must choose. Either we are to remain on the road 
of individual initiative, enterprise, and opportunity, regulated 
by law, on which American institutions have so far progressed, 
or we are to turn down the road which leads through national- 
ization of utilities to the ultimate absorption into government 
of all industry and labor. What the senator proposes is far 
more than a transitory experiment of government in business; 
it is a change in our social, economic, and political principles 
that will react to revolutionize our government itself. 

In its immediate form this is a proposition that the govern- 
ment should buy and run the railways, electrical and other utili- 
ties, valued by official commissions at about forty billions of 
dollars, with two million seven hundred thousand employees, 
requiring two billions annually for bond interest, with an oper- 
ating budget of ten billions per annum. To keep pace with 
natural growth these concerns must spend two billions of new 
capital yearly for extensions. This is a financial transaction 
and a venture into business of a magnitude never before un- 
dertaken by any man or by any government, democratic or 
otherwise—except in Russia. Surely before we embark on such 
a voyage we should look into the possibility of profit, examine 
the chart of the place where we are going, and consider the 
capacity of our vessel to carry the cargo. 

It is for the American people to decide. If they are to 
decide rightly they should have the reason set before them in 
terms of sober economic and social thought, not in vituperation 
and appeals to hate. I accredit the sincerity of the advocates 
of these propositions, and I believe they have the manhood 
to credit ours. There is but one consideration—public inter- 
est. If I believed for one moment that this adventure would 
reduce rates, that it would produce better service, that it 
would decrease taxes, that it would benefit the employees, that 
it would maintain discovery, initiative, and advance in the 
development of these services, that it would not wreck our 
democracy, that it would strengthen the foundations of social 
and spiritual progress in America, or even that it would do a 
few of these things, I would unhesitatingly accept this proposal, 
stupendous as it is. 

But I do not believe it. I am convinced not only from the 
experience of our own country, but from the attempts made 
abroad, that Government operation is a step backward in every 
one of these propositions. It is the negation of progress. 
America has found the true road of advancement in these en- 
terprises through sustained initiative and equality of oppor- 
tunity to our people with public control to prevent abuse. Our 
salvation consists in following this line with increasing intel- 
ligence and devotion. 


Present System of Utility Control 


Much of the present agitation is based upon conditions, not 
as they are today but as they were a generation ago. There 
were then great abuses that called for remedy. The Republi- 
can policy of public regulation and the historic moral upheaval 
to which Theodore Roosevelt contributed more than any one 
man cured the worst of these evils and created the machinery 
of government to meet the rest. Theodore Roosevelt was the 
enemy of government ownership and the advocate of public 
regulation. 

There is scarcely a single utility today that is not under 
public control through some governmental commission, local 
or national. These commisions today fix the rates, the issues 
of stock, the time tables, the car service, the profits. Our 
great national water powers are reserved to the government 
through fifty-year leases, under public control. And our com- 
missions are not alone preventing abuse; they are maintaining 
initiative, enterprise, and progress in our railway and other 
utilities, as witness their enormous growth and constantly 
improving efficiency and service. 

Regulation has, through stabilizing rates, reduced the cost 
of capital by increasing the security for the savings of our 
people. From this security and within our generation there 
has come a new tide, and that is toward popular ownership as 
distinguished from government ownership. These enterprises 
are no longer owned or controlled by a few. One of our great 
service corporations has nearly 400,000 stockholders, another 
over 200,000. The power companies have over 700,000, their 
bonds are directly and indirectly, through our mutual insurance 
companies and savings banks, in the hands of literally tens of 
mililons of owners. A silent revolution is transferring owner- 
ship to the public. Moreover, the new generation of admin- 
istrators of these enterprises has firmly grasped its respons- 
ibility to the public. Indeed there are deep and promising cur- 


713 


ization of public and private interest, employer and employee 
interest with promise of a new period in industrial development. 
There has been a genuine growth of business conscience and 
service, and this growth is far more precious than any amount 
of legislation. Of those occasional individuals who fail to man- 
ifest this sense of public responsibility I could speak with 
bitterness, for they are the real stimulators of socialism. Such 
men give the cause for the despair that Government owner- 
ship is the only relief from their actions. But we do not put 
the whole people in jail because of occasional murders. 

And from it all we have by and large evolved the best ac- 
tual service to the people from utilities that there is in-the 
world. It may not be perfect, but no one who has tried a 
European government railway or a telepnone needs conviction 
of our superior service. Moreover, there is diffusion of service 
and use among our people double and treble the proportions to 
the population of any other country. A larger proportion of 
our homes have electric lamps, a larger proportion have tel- 
ephones. More of our people travel by rail and more miles. 
We ship more goods per person, and our workmen have more 
power at their elbow than any other workmen in the world. 
The wages in our utilities give the highest standard of living 
and comfort on the earth. If our utilities were dominated 
by the malignity that some contend these things would never 
have come about. 

To whatever extent we have failed in control, whether it be 
through overcontrol or through insufficient control, it is a 
challenge to us to perfect our system. There have been mis- 
takes and will be others. But I may say at once that if the 
American people have not the intelligence, if they have not 
the character, if they have not the political mechanism by 
which private competition can be maintained and yet abuse can 
be prevented, then they do not possess the character or the 
political mechanism by which they can undertake the gigantic 
operation of these enterprises. 


Effect of Undertaking On Democracy 


Neither our national nor our state governments are planned 
or equipped for the task of government operation of utilities. 
Nobody ever tried it on our stupendous scale of a continent, 
but there are governments which, in their smaller scope, do 
operate in some fashion some of their utilities. Since it is 
always in worse fashion than ours, their example is no temp- 
tation to imitation, but it does illustrate that some governments, 
on some scale, in some fashion, can operate some of them. 
But none of them have ever attempted to operate all the util- 
ities, nor does any one of them possess 15 per cent of our rail- 
way mileage, or 6 per cent of our power, or 15 per cent of our 
telephones, and so on. 

I would also have you observe that these Governments all 
have much more concentrated power and responsibility than we 
have ever been willing to grant to our government. The fathers 
purposely made our government to a different model, for a 
different task. They divided power and responsibility, where 
business must concentrate them. They thought liberty and 
individual rights worth safeguarding even at some cost of 
efficiency. But this very fact necessarily leaves to private 
enterprise many things which other nations can, if they pre’er, 
do through government after a fashion. On the governmental 
side, the results has been one of which we are as proud as 
other peoples are envious. On the business side, the accom- 
plishment far surpasses anything they know. Through the one, 
we have liberty; through the other, enterprise and decisiveness. 

Our form of government, which we have developed over 150 
years, has assured us a measure of freedom and progress 
hitherto unparalleled in political history. The more we cherish 
it the less ready we should be to load it with a burden for 
which it was not built. To bear this load the Constitution would 
need to be rewritten in a score-of places, until it was no longer 
our democracy. Above all it would change the major thought 
and purpose of our government into the making of money in- 
stead of devotion to the preservation of basic human liberties— 
a big enough job in these times. 

The very first and fundamental difficulty that our form of 
government presents is the relation of the states to the federal 
government. For in our plan we conceive that liberty requires 
a great measure of decentralization in authority. If these 
public utilities are to be operated by the federal government 
we at once deprive the States of their measure of authority 
and control over railway, power, light, and communication 
companies—we make the service in these states dependent 
upon the will, of Washington thousands of miles away. It is 
an impossible conception that we give the States the power to 
regulate the business of the Federal Government as they now 
regulate these services. Or are we going to divide the rail- 
ways and power and communications into 48 systems, each 
ending at the boundary of its own state? Whichever we do 
will crack the timbers of our government. 

If we pile these forty billions of business and two million 
seven hundred thousand employees upon the government, one 
of two things happen. Either the 530 members of Congress 
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or the hundreds of members of state legislatures become their 
real boards of directors, or, as it has been claimed, these great 
businesses could be placed in the hands of non-partisan com- 
missions or government corporations, somehow free from pol- 
itics and the dead hand of bureaucracy. Neither alternatives 
will work. If we were to set up such agencies, so free from 
restraint of the Congress and legislatures as to accomplish 
these objects, we would have created gigantic despotisms con- 
trolling the well-being of our whole people—and incidentally, 
controlling the very election of our officials. As a matter of 
fact, we can do nothing of this kind if we are to maintain a 
democracy. We cannot have a democracy and deprive our 
elected representatives of their control of government invest- 
ment, their power to fix salaries and wages, their independence 
in the investigation of the conduct of public officials. The 
reservation of any or all of these powers renders any kind 
of a commission subservient to the members of legislative 
bodies, not matter what the theory is. When they are sub- 
servient to elected officials, politics will be their daily need. 
Above all, the members of our legislative bodies represent dis- 
tricts, states, parties, and groups of opinion. Each member is 
expected by his constituents to look our for their local or group 
interests first. They have to be elected upon the results they 
obtain. Partisanship, “log-rolling,” and politics would be the 
inseparable accompaniments of administration. No great busi- 
ness can be efficiently administered by such a board or such 
a basis of choice. We shall convert business into politics, and 
surrender efficiency for spoils. If we distributed railway ex- 
tensions as we distribute public buildings; if we located electric 
power plants as we locate reclamation projects; if we divided 
up public industries generally as we share river and harbor 
improvements and army and navy stations—then as surely as 
night follows the day facilities will be wastefully provided for 
those districts or groups which are politically strong, and they 


will not be adequately provided for the districts or groups 
that are politically weak. 


Also these legislative bodies would have to deal with 
group pressure striving for favors in rates. The relative rates 
will affect the prosperity of every city and every section, every 
group and every industry. States, counties, farmers, town 
dwellers, every group of manufacturers will press their repre- 
sentatives to secure an advantage, and legislators will inevitably 
honestly favor their constituents. Every experience to date in- 
dicates that the taxpayer will pay for the resulting concessions. 
Because the government had not the courage to increase rail- 
way rates during the war the taxpayer made up a $1,600,000,000 
operation deficit. A neighboring government yielded last year 
to the demand for lower rates on the government railways; 
it is paying the deficit from taxes today. 


By this vast venture that is proposed to us we would at 
once increase the total of national and local officeholders 
up to about six millions. The rightful interest of this group 
is in higher pay, constantly better conditions of service, and 
better standards of living. The rightful public interest will 
be to hold down rates and taxes. These interests will clash, 
and their clash must fight itself out not on grounds of economic 
bargaining between labor and employer, but in the political 
arena. The voting strength of this mass of officeholders, their 
wives and dependents, will be over 25 per cent of the whole. It 
is the balance of political power between parties in every dis- 
trict. Either every member of the legislative bodies will be 
elected to do the bidding of this bureaucracy or will be elected 
by a public in rebellion against it. 


No commission or any body of administrators can carry 
on these vast operations efficiently in this political maelstrom. 
We shall lose most of our democracy in the storm. 


Higher Rates to the Public 


Unless the Federal or local. governments can give the pub- 
lic lower rates, there is no use undertaking the gamble. 


If the Government is to reduce rates it must do so either 
by the saving of private profits or by reducing operating ex- 
penses or lumping them on the taxpayer. During the past 
four years the railways have on average earned less than 4 
per cent on the I. C. C. valuation. Even if this value were re- 
duced by 25 per cent, they would have earned only 5 per cent. 
Our electrical utilities are regulated at earnings between 6 
and 8 per cent upon their invested capital. The government 
could not borrow the huge sums necessary at less than 5 per 
cent. 

In a sale to the government the constitutional requirements 
would for various legal reasons, probably result in a much larger 
sum than the forty billion dollars of present valuations by com- 
missions and others. 

Moreover the wasteful distribution of the hundred and fifty 
million of capital invested annually in the Post Office, Reclama- 
tion Service, Shipping Board, rivers and harbors and roads, 
would not be a patch on the waste in appropriations when our 
legislative bodies get a chance to handle two billions per 
annum of new capital outlay. For all these reasons I am con- 
vinced that interest charges alone to the Government would be 
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larger than the present utility profits, and no economy lies there, 
Rather the way of the prodigal. 

Nor can the government operate as economically as private 
enterprise. If we take over nearly three million new employees 
into public service we must put them under an air-tight civil 
service, to be hired by a separate commission and promoted by 
seniority and at once we have created a bureaucracy. . Other. 
wise, we would have nearly three million jobs to be given out 
and a political debauchery unparalleled in all history. There 
are certain inherent qualities of bureaucracy in its deliberative 
action, the necessity to maintain joint responsibility, its en- 
largement of “red tape” designed to prevent error in judgment 
and conduct all of which are perhaps an advantage in purely 
governing functions, but they become disaster when applied to 
the rapidity of movement vital to business and service. Num- 
bers increase for every task. The alternative is political favor- 
itism. And at the top where exceptional talent and genius must 
be had, neither seniority, nor competitive examination, nor pol- 
itics will secure or find it. It is one thing to choose a post- 
master but another to choose a railway president. These things 
are the actual and daily experiences of our public life; and if a 
hundred years of this experience is not proof that the efficiency 
of government operation must always be below the efficiency 
of private enterprise, then the public is incapable of conviction. 

We can get some direct experience of this loading of em- 
ployees from government operated railways in the countries 
during the last ten years as to the results of these forces. For 
instance, the number of employeas of Italian railways has in- 
creased 50 per cent against an increase in traffic of 18 per 
cent. Germany employees increased 20 per cent against 5 per 
cent increase in traffic. Danish employees increased 48 per cent 
with 20 per cent increase in traffic. Swedish employees in- 
creased 10 per cent with a 25 per cent decrease in traffic. Nor- 
wegian employees increased 62 per cent with an increase in 
traffic of 37 per cent. Compare these figures with American 
railways, where the number of employees is about the same 
today as ten years ago against a 10 per cent increase in traffic. 
American railways are the only railways on earth showing 
increased efficiency in the last ten years. If we had increased 
our employees by such percentages it would cost $600,000,000 
per annum or an increase of 10 per cent in rates. For the 
rates today are in the long view based upon costs. 

With all these forces in action our cost of operation would 


increase. If we make rates to equal costs oar rates will rise— 
not fall. Unless, of course, the taxpayer .pa¥s the deficit. 


Poorer Service 


Nor will the public secure better or more impartial service 
under government ownership. The action of all government 
officials must be limited by a vast amount of regulation and 
“red tape.” Therefore, government employees never can yield 
that spirit of accommodation that employees of private enter- 
prise must furnish in order to maintain the repute of their 
competitive enterprise and its standing in the community. 

A much larger issue lies in the inequality with which facil- 
ities will be provided over this continent 3,000 miles wide. It is 
mighty important to have cars and kilowatts when they are 
needed. The economic life of somebody is stifled every time 
they are not available. Every fit of national economy will 
cause them to fall behind future need. Every district and 
group of the politically weak will have to do without some 
measure of their need. Today there is remedy for failure in 
service; there is no remedy against the Goyernment. 


Increased Taxes 


Another question worth examining is the direct and indirect 
tax burdens which will be imposed upon the public, assuming 
always that rates pay operating expenses and interest. The 
addition of $40,000,000,000 to the national debt differs much 
from the debts of many thousand of private enterprises now 
comprised in these public utilities. The failure of a single 
private enterprise is a loss to its owners only, but with this 
entire investment transferred to the Government every citizen 
would pay every loss of capial, directly or indirectly from taxes 
or rates, whether he liked it or not. When individuals enter 
upon a foolish project they pay for it, but if the government 
does the same thing both the foolish and the wise must pay for 
it. 

Today the combined utilities contribute about $600,000,000 
in taxes to the federal and local governments. It is unlikely 
that in government operation our federal government will pay 
taxes to the states or the states to counties out of utility rates. 
Thus the local governments would need to find other sources 
of revenue. If the customers of these utilities and the tax- 
payers were identical in their participation it would not matter, 
but it happens that utiliies have a larger ratio of investment 
and taxes in the farming districts than they have in the big 
cities. It would damage the farmer of Massachusetts but 3 
or 4 per cent to denude the State of utility taxes, but it would 
increase taxes 40 per cent in many agricultural counties in 
other states. 


And above all, if the history of other governments operating 
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utilities counts, the inefficiency in government would not be 
taken up in rate increases, by which the actual user pays, but 
py lumping it “— the taxpayer. 


Employees Worse Off 


The next question to examine is whether the employees 
would benefit by being incorporated into the government serv- 
ice. The first and foremost result of such an operation would 
pe a dispute over the right to strike. It is by no means Cer- 
tain that a government can continue as a government and 
admit the right of government employees in vital services 
to. strike against it. Nor can legislative bodies delegate the 
right to settle wages and salaries to any commission or they 
will have delegated their control over expenditures, which is 
one basis of democracy. In any event, under government own- 
ership employees must in final analysis bargain with legislative 
bodies, and bargaining will rest not upon economic need or 
economic strength, ‘but on political potence. The present 
federal employees, denying themselves the right to strike, have 
just now, after eight years, succeeded in getting some of their 
deserved increase in pay. The public utility employees have 
had them already for years. Their wages are today the highest 
real wage in the world. Some have assumed that the political 
strength of this great mass of employees will enable them to 
dictate the election of legislative members and thus secure 
their desires. This means the creation of another bloc, the 
arraying of class against class, perhaps the most dangerous 
tendency in our politics today. 

It substitutes internal pull and external politics for indivi- 
dual endeavor. It puts a damper on achievement, a premium 
upon wire-pulling. It penalizes whole-hearted devotion to work. 
But there lies even a broader issue of the ultimate results to 
the freedom of labor. Upon-it I can do no better than to quote 
from Mr. Gompers in a speech at Montreal in June, 1920. 

I believe there is no man to whom I would take second position 


in my loyalty to the republic of the United States, and yet I would 


not give it more power Over the individual citizenship of our 
country. 


It is a question of whether it shall be government ownership or 
private ownership under control. 2 I were in the minority of 
one in this convention, I would want to cast my vote so that the men 
of labor shall not wilingly enslave themselves to government authority 
in their industrial effort for freedom. . Let the future tell the 
story who is right op who is wrong, who has stood for freedom and 


~_ been willi to submit their fate industrially to the govern- 
ment. 


Invention Would Decline 


The essence of progress is that we shall have new me- 
chanical invention, new ideas in administration, new develop- 
ments in service. The proposal that we are examining here 
would destroy all competition. By the same operation we de- 
stroy the competitive market for new invention and new ideas, 
for their value is determined by competitive bidding. A must 
sell his invention to the highest bidder. If B demonstrates 
unusual administrative ability he has an enlarged market 
for his services with competitors. The C railway experiments on 
a new improvement to attract customers. Neither Congress 
nor administrators can appraise the value of these things. The 
notion that men would give from a sense of public service 
will never be realized until we reach that dubious millennium 
when desire for individual distinction and reward hath passed 
away. America has made the most marvelous advance in the 
history of man in the technology and administration of transpor- 
tation and applied electricity. Can anyone believe that this 
invention, this courage, this application, this stimulation to 
genius that our nation has brought forth would ever have been 
developed under a board of directors of 530 members of Con- 
gress and hundreds of members of state legislaturqs? Govern- 
ment utilities in other parts of the world get their technology 
from us. So far as I am aware no single vital invention has 
ever come out of government-owned utilities. If we are to 
assume there will be no more need for else than routine oper- 
ation we may abandon this argument. But ‘science is only at 
the threshhold of its house of wonders. It may even solve 
methods of transpegrtation that would cause the abandonment 
of railways to the Aaxpayers as it would have done to a national- 
ization of the stage coach. 


Experiences Elsewhere 


The classic domestic argument against all this is the postal 
service. There are, of course, conclusive reasons why that 
service must remain a public function. And it does carry the 
mails well, at a cost probably 25 per cent higher than private 
enterprise could do it. But remember that the postal service 
pays no interest upon the vast sum of capital invested in its 
equipment and buildings. It pays no taxes on these structures. 
And how is that capital investment in public buildings distri- 
buted? Notoriously on the reverse of business principles. How 
are the rates allocated to different classes of service. By the 
pressures of organized groups. Postal employees are always in 
difficulties with their board of directors—that is Congress—as 
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to pay adjustments. We are here proposing to amplify the 
shortcomings inherent in the postal service in the direct ratio 
of the Post Office budget of $600,000,000 to an annual budget of 
$10,000,000,000 in the utilities, not with 300,000 employees but 
with 2,750,000 and a business of infinitely greater technology. 

Our national shipping is a daily sample of all the arguments 
I have given, and more. We paid three billions of the tax- 
payers’ money for a fleet—some part of it was truly for war 
purposes—but we have written it down 90 per cent in 6 year's 
to $300,000,000; and if the accounts were based upon true 
costs with interest and depreciation, we should find that we are 
losing over one hundred million dollars of the taxpayers’ money 
a year in operating it. Yet private shipping is earning profits. 
Nor is this the fault of the Shipping Board; it is inherent in 
the system. 

Our government has some necessary power interests of its 
own. The building by the government of great control dams, 
as on the Colorado, the St. Lawrence, and elsewhere, whose 
primary functions are water supply, or control of flood, or irri- 
gation, or navigation, and where power is a by-product, is a 
far different thing from the government’s going into power pro- 
duction and distribution as a business. Some of our municipal- 
ities are faced with these problems and sometimes they also 
have a desire for business adventure, but the withdrawal of 
over 400 municipalities from efforts to run utilities are them- 
selves indication that even under local concentration of author- 
ity the results are doubtful enough. ; 

I could at great length enter upon a discussion of the costs 
and failures of government ownership and operation in our own 
and in other countries. I could display more facts and figures 
with regard to the Canadian, German, French, Italian, and 
Australian government of railways. I could discuss the inabil- 
ity of the Italian government to find any buyer for its rail- 
ways when it tried to get from under their intolerable burden. 
I could name states where government ownership has been 
brought about by owners and creditors to get rid of bad invest- 
ments. I could compare the real accounts of foreign govern- 
ment adventures into power with those of our private enter- 
prise. I could enter upon the tendency to disguise real results 
by accounting methods. I would show by example not alone 
the economic effect of government ownership but the effect 
upon government itself—and upon politics. I could even enter 
upon comparison with the complete nationalization of industry 
in Russia. But as grievous as all these failures have been, there 
is still the fact that it is our government and institutions and 
our people that we are dealing with and not those of foreign 
countries—and our institutions, designed more for liberty and 
less for business, would fare far worse. 

We have constructed our government upon the theme that 
its major purpose is to preserve human liberty amid the chang- 
ing social and economic scene. If we divert it to the changing 
of money we shall have lost sadly for the future. 


And paralleling and paralyzing every argument against 
government operation is one insistet note. That is the preser- 
vation of the vital initiative and enterprise of our people. This 
is the mainspring of progress. Bureaucracy is the dead hand on 
initiative. Government can correct abuse without entry into 
business. If it cannot, then democracy ‘shall have failed. 


We are asked to abandon all that we have bui’ded as a land 
of opportunity by injecting into it an economic patent medicine 
from Europe. Socialism may have a place with some of the 
nations of Europe because of their failures to provide freedom, 
oprortunity, and service. It has no place with us. We are 
building here a form of social organization of our own. We 
have differed with European ideals 300 years. We have today in 
America the widest extended and mast efficient utility services 
in the world. We have developed an effective method of con- 
trolling abuses. We contribute more to invention and improve: 
ment than all other peoples combined. We are asked to abando 
all this and embrace our national efficiency, undermine oyr 
democracy, destroy the fundamentals upon which our nation 


become great. This is not progressive, for it is not progrdss. 
It is destruction. 





S. P.-E. P. & S. W. PLANS APPROVED 


The Trafic World Washington Bureau 


The Commission has approved the plans of the Southern 
Pacific and the El Paso & Southwestern which call for the 
merging of those properties by means of stock acquisition and 
the construction, by the Arizona Eastern, a Southern Pacific 
subsidiary, of new lines the effect of which will be to give the 
Southern Pacific a double track between Tucson and Yuma, 
without much new construction. The certificate of public con- 
venience and necessity will be conditioned so that the Southern 
Pacific will not sell, pledge, repledge or otherwise dispose of 
the stock to be acquired unless and until ordered or authorized 
by the Commission; and so that the Arizona Eastern shall beg'n 
the construction of the new lines not later than January 1, 1925, 
and complete them by the end of 1926. The request for permis- 
sion entitling the Arizona to retain excess earnings was denied. 
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The certificate and order in the matter will be in effect thirty 
days from the date thereof. 


This authorization was made in a mimeographed report in 
Finance Docket Nos. 4164 and 4148, the former covering the 
application to buy El Paso stock with Southern Pacific stock 


and the latter authorizing the extension of lines by the Arizona 
Eastern. 


Commissioner Eastman dissented, as he has in other cases 
of the kind, on the ground that what was proposed was a con. 
solidation such as was not contemplated in the paragraphs of 
the law autherizing acquisition of control less than consolida- 
tion. He said that, to all intents and purposes, the El Paso 
and Southern Pacific systems, after the stock transactions had 
taken place, would be fused. “It will be in no way easier to 
pry them apart than if there were a technical consolidation of 
the corporate entities,’ said Mr. Eastman. “If this is not a 
consolidation of the carriers into a single system for ownership 
and operation within the meaning of paragraph (2), then the 
distinction which that paragraph attempts to make is utterly 
inconsequential. In my opinion it was not the intent of Con- 
gress that we should permit the fusing of railroads in this irre- 
trievable fashion prior to the adoption of our consolidation plan, 
and the action of the majority in this case is contrary to both 
the spirit and letter of the law.” 


The Commission said the price to be paid by the Southem 
Pacific for the El Paso property, $28,000,000 in common stock 
and $29,400,000 in 20-year 5 per cent collateral trust bonds, ap- 
peared to be reasonable. It said its tentative valuation of the 
properties had not been completed and that nothing in the re- 
port should be construed as a determination of value for rate- 
making purposes. 


Directing attention to the fact that the merging of the prop- 
erties would be in accordance with its tentative consolidation 
plan providing the Southern Pacific-Rock Island system, the 
Commission said: 


Acquisition of control of the Southwestern System by the South- 
ern Pacific is in harmony with this plan. t will result in direct 
physical connection between the lines of the Southern Pacific and the 
Rock Island, will assure the continuance of this route, and will in- 
crease its competitive strength as compared with the routes of the 
Santa Fe and Union Pacific. While the lines of the Southern Pacific 
and Southwestern system west of El] Paso may be said to be parallel 
they serve different communities and industrial sections. The points 
at which the two systems meet are important points of interchange 
of a large traffic to and frcm communities served by one but not the 
other. Better coordination and more efficient and economical opera- 
tion will follow as to this traffic and as to transcontinental traffic in 
connection with the Rock Island, and relations to the traveling and 


shipping public and to public authorities will be simplified and 
improved. 


As to economies resulting from the reduction of curvature 
and grades on the new route, the Commission said: 


It is estimated that the reduction of curvature and grades on the 
new route, the lessening of interference with train movement, the 
reduced train and car mileage on traffic to and from points on the 
Phoenix division, the avoidance of double tracking, and other advan- 
tages would result in an annual saving of $902,630. The saving thus 
to be effected is equivalent to a return of 6.4 per cent per annum on 
the cost of constructing the new lines and improving the existing line, 
which is estimated at $14,138.000. The net saving resulting from con- 
structing the proposed lines rather than double tracking the existing 
main line of the Southern Pacific between Dome and Picacho is esti- 
mated at $125,040 per annum. 


The conditions attached to the certificate are set forth in 
the order which follows the findings. They are of import simi- 
lar to those which the Commission has attached to other cer- 
tificates authorizing one company to acquire control of the 
property of another. by purchase of stock and lease. The con- 
dition that the new construction shall be begun and completed 
within specified limits was requested by communities which 
assented to the plan. They also asked that the Commission 
report in favor of both parts of the plan or neither. The Com- 
mission’s findings are as follows: 


(1) That the public convenience and necessity require and will 
require the construction by the Arizona Eastern Railroad Company 
of the proposed lines of railroad in Pinal, Maricopa, and Yuma Coun- 


ties, —- described in the application filed under Finance Docket 
No. 4148. 


(2) That the acquisition by the Southern Pacific Company of 
control of the El Paso & Southwestern Railroad Company, the El 
Paso & Southwestern Railroad Company of Texas, the Burro Moun- 
tain Railroad Company, the Arizona & New Mexico Railway Com- 
pany, the Dawson Railway Company. the El Paso & Northeastern 
Railway Company, the El Paso & Rock Island Railway Company, the 
Alamogordo & Sacramento Mountain Railway Company, the El] Paso 
& Northeastern Railroad Company, and the Tucson, Phoenix & Tide- 
water Railroad Company by stock ownership and by lease as afore- 
said will be in the public interest. 


(3) That the proposed issue of $28.000,000 of common capital 
stock and $29.400.000 of 5 per cent 20-year collateral-trust bonds by 
the Southern Pacific Company as aforesaid (a) is for a lawful object 
within its corporate purposes and compatible with the public interest, 
which is necessary and appropriate for and consistent with the proper 
performance by it of service to the public as a common carrier, and 
which will not impair its ability to perform that service, and (b) is 
reasonably necessary and appropriate for such purpose, 


(4) That permission for the Arizona Eastern Railroad Company 


to retain the excess earnings from the proposed new construction 
should be denied. 
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PORT HOUSTON! 


Where Seventeen Railroads Touch the Sea 
And the Flags of Nations Meet 
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Fifty Miles Closer to the Vast Markets of 
The Southwestern Empire 


OTTON IS MOVING! Millions of dollars 
locked in the bosom of Mother Earth dur- 


ing the growing season are being liquidated ~ 


now and are making more prosperous than ever 
the Empire of the Southwest. 


A vast market awaits the manufacturer here— 
a market which demands the best in product 
and service. 


You reach this market to best advantage 
through The Port of Houston. Fifty miles 
further inland. Fifty miles more of water 
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The facilities of The Port of Houston are 
unexcelled. The Ship channel which leads to 
Houston from the Gulf of Mexico is safe for 
the largest ships. 


REMENDOUS warehousing accommoda- 

tions await you. Forwarding agents anx- 
ious to serve you, to assist you in making this 
vast Empire of the Southwest a valuable mar- 
ket for your products. Seventeen railroads 
radiate to the four points of the compass and 
make advantageous connections which permit 
of your shipping from The Port of Houston to 
any point in the United States and Canada. 


Nor is cotton all. Grain, cottenseed products, 
metals in raw material form and in finished 
products are moving steadily to The Port of 
Houston, the natural and economic outlet for 
export, the logical port from which to dis- 
tribute. 


More Than 15,000 Tons of Cottonseed Products will be 
Exported During September, 1924 
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PORT DIFFERENTIAL HEARIN 


The Trafic World Washingto 


The Shipping Board October 1 declined to postpon 
hearing in the port differential investigation set for October 7. 
A number of requests that the hearing be postponed were re- 
ceived by the board. Chairman O’Connor said it would not be 
fair to those who were ready to proceed to grant the requests. 
The board had also been urged to sit in the hearing instead 
of leaving that to Commissioner Thompson and Examiner H. E. 
Manghum. It was explained that the commissioner and exam- 
iner would simply make up the record in the case, which would 
have to be decided by the board. 









New York.—Refusal of the Shipping Board to allow a 
delay in the hearing on the case caused considerable resent- 
ment among local port officials and steamship men. J. P. 
Magill, chairman of the North Atlantic Ports Conference, called 
a meeting of representatives of New York, Philadelphia, Balti- 
more and Norfolk for October 3 to make further representations 
to the board to postpone the hearing. Officials of the north 
Atlantic steamship lines also met to determine what action 
would be taken. 

In announcing the call for the meeting, Mr. Magill said he 
was acting on press reports that the board had rejected the 
north Atlantic request and that no message had been received 
directly from Chairman O’Connor. : 

North Atlantic port organizations and steamship officials 
are preparing voluminous data to be submitted in the case and 
it is their contention that sufficient time has not been allowed 
to cover the situation adequately. One official said that the 
board had seen fit to make one delay for its own purposes and, 
as a matter of courtesy, since there was no need for haste, the 
request of the north Atlantic ports should be granted. 

Another cause for resentment was that the hearing will 
not be held before the full board or even the commissioners 
representing the interested sections, as asked by the New York 
Merchants’ Association. Statements that the minutes of the 
hearing would be distributed among the other commissioners 
did not satisfy the local officials, who said that either Com- 
missioner Plummer or O’Connor, representing the north Atlan- 
tic and lakes sections, should be present, as well as Commis- 
sioner Thompson, representing the Gulf. 

Mr. Magill denied reports that there was any difference of 
opinion among north Atlantic ports in defending this sec- 
tion against the complaint of the south Atlantic, as amplified 
by the Shipping Board into a general investigation of port 
differentials. Aside from the question of railroad preferentials, 
Mr. Magill said, the north ports were unanimous in opposing 
equalization of rates. 

The Port of New York Authority regards the hearing set 
for Tuesday as merely a preliminary step in a general read- 
justment of rail and ocean rate differentials and assumes that 
later the matter will come up before the Shipping Board and 
Interstate Commerce Commission jointly. 

It was learned also that Philadelphia port officials, at a 
meeting Wednesday, applied to the Commission to deny the 
application of the New York Port Authority for joint consid- 
eration of the matter by the board and Commission. 


OCEAN RATES CONTINUE UPWARD 


The Trafic World New York Burcau 


The recent advance in ocean charter activity, which has sur- 
passed anything witnessed in many years, continued this week 
without signs of abating. On top of 200 vessels fixed for the 
grain trade in the preceding month, 60 additional ships were 
chartered last week. Rates moved up on the slightest oppor- 
tunity, despite the heavy volume of ship tonnage offered by own- 
ers. Freight brokers advised their clients to cover their com- 
mitments at current figures in anticipation of further increases 
later. Ships are now being taken as far ahead as January. 

This advance has been caused almost entirely by the enor- 
mous demand from Europe for grain, stimulated by price advances 
here and the prospect of financial improvement under the Dawes 
plan. The amount of space taken by grain, however, has made 
its influence felt in other directions. Pressure in the coal and 
lumber trades has been relieved, with the result that rates 
there are advancing. Regular liner services also find them- 
selves in a more satisfactory position with the result that if 
strength in the tramp market is maintained, increases in the 
rates on general merchandise and special commodities may be 
expected in the near future. 

The general level of charter rates has advanced an aver- 
age of one to two cents a hundred pounds within the week. 
Prevailing grain figures are about as follows: United Kingdom, 
3/10 to 4 shillings a quarter from Montreal, 4/6 from the Gulf 
and 3/9 to 3/10 from Atlantic ports; Antwerp and Rotterdam, 
17 to 1714 cents a 100 from Montreal, 19 to 21 cents from the 
Gulf and 16 to 16%4 cents from Atlantic ports; Hamburg and 
Bremen, 18 to 1814 from Montreal, 20 to 21 cents from the Gulf, 
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and 17 to 17% cents from Atlantic ports; Mediterranean, 21 to 
22 cents, from Montreal, 23 to 24 cents from the Gulf, and 181 
cents to 19 cents from Atlantic ports. ; 

Because of the slight spread in rates from the North At- 
lantic compared with the Gulf, shipowners preferred to fix their 
vessels at the former ports, with the result that the Gulf was 
practically bare of surplus tonnage. 

Intercoastal steamship lines also report a gradual increase 
in westbound business. Eastbound traffic has been better 
for the last month, due to the seasonal movement of 
canned goods and dried fruits. Trans-Pacific trade is showing 
signs of improvement. 

The United Kingdom Conference, at its regular monthly 
meeting in New York, extended the present rate tariff through 
March, 1925. 

The River Plate and Brazil Conference, at its meeting this 
week, established a fifth class to include grass, alfalfa and clover 
seeds, for which the rate on passenger liners will be $10 a ton 
and on freighters $9 a ton. Dusting and spraying equipment has 
been fixed also at $10 and $9. The rates of $20 and $18 on cot- 
ton piece goods and of $12.50 and $11.25 on cotton yarn have 
been extended until June 30, 1925. The rate on cement will 
be open during the first six months of next year. The con- 
ference rate committee is now working on the general rate 
tariff for the first six months of 1925. 

The Trans-Atlantic Steamship Conferences have been notified 
by cfficials of the International Longshoremen’s Association that 
its members have voted to accept the offer of the shipowners for 
renewal of the present wage contract for one year from October 
1. The only change in the agreement is that the 44-hour week, 
involving Saturday half-holidays to be paid at overtime rates, 
will be extended from May 1 to October 31, instead of four 
months in the summer as at present. The longshoremen origin- 
ally asked a wage increase of ten cents an hour, in addition to 
changes in the working rules, but this was refused by the ship- 
owners. 

Trade with the West Indies, Central and South America has 
been improving gradually and the outlook is more promising, 
according to officials of the United Fruit Co. The rate war in 
the Gulf-Havana service is still unsettled and no move toward 
a readjustment has yet been made. Rates on bagged shipments, 
such as onions and beans, are now slightly lower. 


COSMOPOLITAN CASE CLOSED 


The Traffic World Washington Bureau 


Chairman O’Connor, of the Shipping Board, -September 29 
eadvised Samuel Untermyer, counsel for the Cosmopolitan Ship- 
ping Company, that the case involving the Cosmopolitan was 
a closed incident. Untermyer had asked that the case be re- 
opened. The board originally approved a recommendation of 
the Fleet Corporation that the freight services between north 
Atlantic ports and Continental ports north of Bordeaux be con- 
solidated under the Cosmopolitan. The Black Diamond, the 
other operator in the service, protested. After considerable de- 
lay, the board then gave the Black Diamond exclusive berths 
at Antwerp and Rotterdam and the Cosmopolitan the French 
ports below Antwerp. O’Connor said he was advised by Presi- 
dent Paimer of the Fleet Corporation that the companies had 
signed contracts and that, therefore, the matter. was closed. 





New York.—A. F. Mack, president of the Cosmopolitan 
Shipping Company, this week announced the retention of Sam- 
uel Untermyer to institute a libel suit against Representative 
E. L. Davis, Democrat, of Tennessee, and a member of the 
congressional committee investigating the Shipping Board, un- 
less he retracts newspaper statements as to “irregularities” 
against the Cosmopolitan staff in Rotterdam. Mr. Mack also 
denounced the recent decision of the board in giving the Black 
Diamond Line the larger share of the north Atlantic-French 
and Dutch trade, as contrary to the merits of the case and 
against the recommendations of the Fleet Corporation. 

Mr. Mack said that the Cosmopolitan did not. intend to sub- 
mit tamely to “the injustice and indignity” of this action. He 
added that the Fleet Corporation’s plan to save hundreds of 
thousands of dollars had been discarded by the Shipping Board 
and that “the means by which this result has been accom- 
plished is quite as astonishing as is the action now taken.” 

Representative Davis was accused by Mr. Mack of bringing 
pressure on the board, through false charges, in a “last des- 
perate expedient to take this business away from the board.” 


PARCEL POST TO PERU 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


The consul general of Peru at New York City has informed this 
office that effective.August 1. 1924, the fees charged for viséing con- 
sular invoices covering parcel-post shipments to Peru are at the rate 
of 1 per cent of the value of the goods, with a minimum charge of 
50 cents. 

This amount is payable to the Peruvian consul in the United 
States. An equal amount is also collectible in Peru as a consular fee. 


October 
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Port Houston’s Shipside Warehouse 
















Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 


‘With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., Inc., HOUSTON, TEXAS 
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View at the Bell Street Terminal, Showing Cargo Fish Awaiting Shipment to Atlantic Coast 


We are prepared to handle your shipments with SPEED, 
ECONOMY and to your SATISFACTION 
Route your CARGO via Port of Seattle Public Terminals 


Write Traffic Dept. for Rates, Space and Sailings. 





Port of Seattle, Seattle, Washington 
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SHIP LINES ASK RAIL CO-OPERATION 


The Traffic World New York Bureau 


As a means of expediting traffic through cooperation by the 
steamship lines, railroads, and shippers, Henry Herbermann, 
president of the Export Steamship Corporation, is forming a 
committee of marine executives to become allied with the Atlan- 
tic States Shippers Advisory Board. He has also asked Capt. 
Eugene E. O’Donnell, of C. H. Sprague & Sons Co., Boston, to 
undertake the same task in that port. 

This movement has been started, Mr. Herbermann said, be- 
cause of the fact that shippers and railroads are now working 
effectively, through the advisory board, in solving their mutual 
problems, while the steamship lines have not yet taken ad- 
vantage of this plan. He expressed the belief that the three 
interests should combine in efforts to improve rail and water 
transportation. 

In his letter to Capt. O’Donnell, Mr. Herbermann com- 
mented on the “difficulties entailed in the handling of business 
originating on our ships moving through your territory, whereby 
you experience delays in getting rail equipment to move the 
commodities from the ships to points to which the freight is 
destined,” and suggested that the situation might be improved 
by closer cooperation with the railroads. The formation of 
the Shippers’ Advisory Board has enabled shippers to make 
known their problems and seek their solution, he added. 

“The scheme has worked wonderfully well and the big ex- 
ecutives of the different industries are taking a very active 
interest in this Advisory Board,” Mr. Herbermann said. “The 
only ‘missing link’ in its activity is that the steamship com- 
panies have no representation, and it is my purpose to prevail 
upon that association to admit into their board steamship ex- 
ecutives. We are now attempting to form, in the port of New 
York, such a committee. 

“If we can secure the combined strength of the steamship 
executives in Boston, the advisory board would prevail upon 
the trunk line railroads to give a better service and establish 


a real plan of shipping through Boston, rather than this make- 
shift plan.” 

Steamship interests in New York and Boston are enthusias- 
tic in support of the plan, he said, and considerable progress 
has been made in getting the steamship men to participate. 
Officers of the advisory board have expressed their desire to 
have the marine industry represented. ; 


THE MERCHANT MARINE PROBL 


Liberalization of the ship sales policy of the Shipping 
Board would result in transfers of ships to private interests 
and a reduction in the governmental expenditures for the maint- 
enance of the merchant marine, according to Commissioner 
Meyer Lissner, of the Shipping Board. 

Sales of vessels in the past have been criticized because 
of concessions made by the board in prices in consideration of a 
five-year guarantee of operation in particular routes, the commigs- 
sioner says, continuing as follows: 


The critics forgot, or disregarded, the fact that the Shipping Board 
is losing money in operating practically every one of its‘services, Its 
ships are wearing out. They average now nearly six years old... Their 
efficient life will not extend much beyond ten years ir the future. 
As potential assets, their value is steadily diminishing, while as 
current liabilities, because we are obligated to maintain them in 
service, they will be increasingly expensive as they grow older, and 
as newer and more efficient types are put out by our competitors. 

In order to protect the taxpayer from loss, the sale of government 
property is surrounded by many safeguards and restrictions. Public 
officials hesitate to take the responsibility of making what might be 
attacked as a sacrifice sale of public ange ans and, rather than lay 
themselves open to such a charge, may continue to spend from the 
public funds in maintaining such property a sum much greater than 
the reduction in price which might have attracted a purchaser. 

The operation of our active ships will cost the government 
approximately $30,000,000 in the next fiscal’ year, without taking into 
account deterioration of the vessels. The most sanguine of us cannot 
hope that the next few years will see our losses reduced below this 
sum. To my mind,—and I wish to emphasize that I am speaking 
unofficially and expressing the views of myself only,—we are short- 
sighted in not going further than we do in liberalizing our sales 
policy. Rather _than hold our ships at prices which few will meet, 
let us make sufficient concessions to induce American citizens to come 
forward and assume the much heavier liabilities of guaranteed 
operations. While I do not mean to suggest doing so, for the sake 
of illustration suppose we — away our active ships with a guar- 
antee securing their operation for the coming five years. We would 
thereby have saved at least $150,000,000 to the taxpayer. If we could 
realize anything at all on the ships (and of course we can), we would 
be just that much better off. The appraised value of our ships is 
not a good criterion. They are ‘frozen’ assets and every year’s 
failure to dispose of them makes their final sale less probable, while 
their current operating expenses must be met every year by appro- 
priations out of the national treasury. 

Our effort to secure a reasonable and logical form of government 
assistance for our merchant marine failed over a year ago. The 
purpose of that so-called subsidy measure was not only to aid in 
iquidating the —— fleet, but also to insure that private 
citizens would add to it new and valuable types of vessels. I still 
feel that the cause of subsidy is a just one, and that the unsuccessfu! 
measure was sound and well calculated to obtain its ends. However, 
as a practical matter, for the time being, subsidy is out of the 
question. The prejudice against a mere word is still too strong. 

Many there are who hold strong views that a policy of discrimina- 
tion, of penalizing the vessels of other countries entering our ports, 
would be of value, and that such a policy would offset all our handi- 
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caps. I regret that I cannot agree with such views. Discrimination 
leads to reprisal and a system where our ships were penalized in 
oreign ports, while foreign ships are penalized in ours, would only 
andicap trade itself without benefiting our shipping. 

It seems to me Clear, therefore, that the liberal sales policy which 
ve outlined contains almost our only hope of a private American 
merchant marine, efficient and adequate to our needs. Therein lies 
our best road under the present circumstances. But if this policy be 
not adopted, it does not follow_that we will have no active commercial 
fleet. One subject con which I can speak for the entire board is its 
unanimous and whole-hearted determination that our flag shall be 
kept upon the seven seas; by private operation if we can, by govern- 
ment operation if we must. The Shipping Board will maintain the 
essential trade routes, come what may. 

Of course, such maintenance must be at the taxpayers’ expense. 
This great country of ours has a stupendous foreign commerce, lf 
those who control its routing give preference, other things being equal, 
to American ships, there will be little drain upon the national treasury 
for the support of our merchant marine. We can guarantee to all 
shippers that American ships are available at the same freight rates 
as foreign vessels, that their schedules are regular, dependable and 
adequate, and that their efficiency is second to none. I recognize 
that business cannot ‘be founded upon patriotism alone, but when 
our ships give good service, cost no more to the shipper in freight 
rates if he patronizes them, but vitally affect his income tax if he 
does not, then patriotism becomes good business. 

Commissioner Plummer, vice-chariman of the Shipping 
Board, in an address October 2 before the Southern Commer- 
cial Congress at Atlanta, touched on the question of giving 
the board’s ships away to those who would guarantee to oper- 
ate them for five years. 

“While undoubtedly many people, who are crying out at 
the alleged losses which Shipping Board vessels are incurring, 
are honest because ignorant and so are merely repeating what 
has been presented to them, I believe the source of such sug- 
gestions is to be found in the offices of our competitors, both 
manufacturers and shipping men, who desire a return of the 
days when they held our foreign business so completely in 
their control, and limited it so largely to non-competitive car- 
goes,” said he. 

“From the same source, I believe, comes the suggestion 
that the board give away its ships to any who will undertake 
to run them a few years—it being obvious that since no one 
now can afford to buy these ships at the half price at which 
we have been offering them so long, they never could afford to 
replace them at builders’ prices when the ships we give them 
are worn out; and thus their suggestion amounts, in effect, to 
a proposition that we get off the sea five years from now 
instead of today, while it tends also to prevent any action by 
Congress which would put out merchant ships in the foreign 
trade of the United States on a basis which would permit them 
to live there. Equalization, not annihilation, is what our mer- 
chant shipping needs. The whole problem was summarized by 
the late President Harding, when he said: “If government 
imposes additional burdens upon American shipping, govern- 
ment should bear those burdens.” He, like the Congress of 
1920, appreciated the cost of maintaining American standards 
of living on sea as on land; and he, as they, appreciated the 


effect of American ships on the volume of this country’s foreign 
trade.” 


SHIP LINE LOSES FIGHT 


The. Trafic World Washington Bureais 
The Commission has refused to suspend the Countiss pub- 


lications which have the effect of reducing the rates on canned 


salmon, from Pacific coast terminals to the transcontinental 
groups in which Chicago, Cleveland and Pittsburgh are promi- 
nent points of destination on that traffic, as requested by the 
Luckenbach Steamship Line, commercial organizations at gulf 
ports and receivers of freight, who objected because rates on 
other canned goods were not proposed for reduction at the same 
time. The rates went into effect September 29. (See Traffic 
World, September 27, p. 670). 

Eastern lines have been asked, by their trancontinental con 
nections, to concur in further amendments to the Countiss east- 
bound publications so that the 80 cent rate which went into effect 
at Chicago will be extended eastward, as a blanket, to cover 
the Cleveland and Pittsburgh groups. Countiss, in his com- 
munication to the Commission on that point said the reason 
for reducing the rate at Chicago also held as to the rates to the 
Cleveland and Pittsburgh groups, namely, that the Chicago dis- 
tributors came into competition with distributors at those points. 

While the Commission, in this case, followed the usual 
course of keeping its reasons for refusing to suspend within 
the breasts of its members, it was understood when the refusal 
was made on the ground that it had not been convinced that 
the 80 cent rate would be less than a reasonable rate. On the 
contrary it was understood the Commissioners looked at a car 
revenue of $616, from the coast points to Chicago, and a car- 
mile of 28 cents, as a reasonable rate. Countiss, in his justifica- 
tion of the proposal, pointed out that the carriers were pro- 
posing not merely to cut the rate but also to increase the mini- 
mum from 70,000 to 77,000 pounds so that the per car revenue, 
under the 80 cent rate, would be about the same as under the 
70,000 minimum, on a minimum carload. 

, In addition to that, it was pointed out in support of the 
rate now in effect, that the Commission, in I. and S. No. 1779, 
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SYRACUSE, N. Y, 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding ~ 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 
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WESTERN 


WAREHOUSING COMPANY 
Poik Street Terminal, Pennsylvania System 
CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the heart 

of Chicago. Ground floor space for lease 
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Fire-Proof—40 Car Siding— 
Free Switching 
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81 I. C. C. 666, had allowed a rate on vinegar to go into effect, 
notwithstanding it produced a car of $450 in comparison with 
rates on forty-five other commodities which yielded only $400 
per car. The $616 resulting from the 80 cent rate on canned 
salmon, in 77,000 pound loads, is therefore greater than on a 
list of commodities as to which the steamship lines have not 
made representations that the rates are too low. 

In his protest and request for suspension, filed on behalf 
of the steamship line, Frank Lyon said the steamship line could 
not object to any rate that was reasonably compensatory to the 
railroads. 

The transcontinental railroads assured the Commission they 
had no thought of making any reductions in the all-rail rates on 
salmon to transcontinental points on the Atlantic and gulf coasts 
because the handicap against all-rail competition with the inter- 
coastal lines was too great. Commenting on the allegation of 
the gulf port commercial organizations that the 80 cent rate 
would have the effect of preventing the movement of canned 
salmon through the gulf ports, Mr. Countiss said that the in- 
creased takings of the steamship lines of the total salmon pack 
was one of the reasons for the filing of the rate. He said the 
intercoastal lines, year after year, had increased their per- 
centage of the total pack and the desire of the railroads was to 
regain some of the lost business. He did not regard the objec- 
tion of the gulf ports as warranting the Commission in suspend- 
ing the proposed rate of 80 cents to Chicago, 83 cents to Cleve- 
land, and 85 cents to Pittsburgh. : 

The case excited great interest throughout the middle west, 
gulf and Pacific coast territories. The Atlantic seaboard did 
not show any interest, at least any evidence of interest such 
as a protest for or against suspension. Letters and telegrams 
favoring the Countiss proposal continued to reach the Commis- 
sion after it had refused to suspend the tariffs. 

It is the understanding that the Luckenbach company will 
meet the cut and thereby present the question whether the 
Commission will allow the transcontinental carriers to make 
another bid for the business. Some of the wholesale grocers 
who objected to suspension advised the Commission they had 
made contracts to sell salmon on the basis of the 80 cent rate 
to Chicago. If the steamship lines reduce their rates to meet 
the cut of the transcontinental carriers, the question will prob- 
ably become acute as to whether those who contracted to take 
salmon at prices based on the 80 cent rate will take delivery 
of goods on that basis or undertake to obtain their supplies 
at rates some of the intercoastal ships are expected to offer, 
it being understood that some have said they would shade the 
steamship rate that would be needed to meet the 80 cent-all- 
rail rate. The Commission, having no control over carriers by 
water not in partnership with rail lines, if confronted by a 
situation of that kind, would have to determine how low it 
would permit the rail carriers to go in competing with such 
independent carriers. 

The name of the H. J. Heinz Company, Pittsburgh, was in- 
advertently listed last week as one of those that had filed 
protests with the Commission for suspension of the canned 
salmon rate. The Heinz Company telegraphed the Commission 
for additional time in which to file a protest if it decided to 
make one. It decided not to protest. 


O’CONNOR REPLIES TO ATTACKS 


Chairman O’Connor, of the Shipping Board, has sent the 
following letter to the editor of the Philadelphia Enquirer: 


TJpon reading the editorial in the Inquirer of September 24 entitled 
“Elements of the Merchant Marine Problem,’’ I must call to your 
attention that while I do not know who furnished you the misinforma- 
tion this editorial passes on to your numerous readers, whoever it be 
is guilty of woeful ignorance or wiilful misrepresentation, the impor- 
tance of it being that it misleads some of our own people and gives 
aid and comfort to the foreign competitor. 

Your statement that the Shipping Board has not cooperated to 
the fullest extent in the ship consolidations which is undeniably a 
step in the right direction, is without any foundation whatsoever, 
because the truth is that the whole policy of consolidation of Shipping 
Board services was provided for and ordered carried out in detail by 
resolution of Shipping Board of November 30, 1923. 

In speaking of encouraging private ownership, the editorial says 
one way to do this is by withdrawal of government lines which 
compete unfairly with private owners. The truth about this, as I 
recently stated in a letter sent to more than 10,000 American importers 
and exporters, is that the Shipping Board operates no vessels in 
the coastwise trade at all and operates no vessels in the foreign 
trade in competition with privately owned American vessels. 

It having proven impossible to transfer the vessels to private 
American capital under the present world conditions, the situation 
is this: Government operation or no operation at all under the 
American flag. Surely, you are not complaining because we are 
competing with foreign vessels? 


CONSOLIDATION OF SERVICES 
The Trafic World Washington Bureau 


Consolidation of the Shipping Board freight services from 
south Atlantic ports to United Kingdom and Continental ports 
under the managing agency of the Carolina Company, of Charles- 
ton, 8S. C., was ordered by the board September 27. 

The name of “American Palmetto Line” was given to the 
services. The action of the board eliminates the Tampa Inter 
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ocean and Trosdal, Plant & La Fonta as managing operators 
between the ports involved. Those two companies and the 
Carolina Company have been operating ships from Charleston, 
Savannah and Jacksonville for the Shipping Board. This con- 
solidation is the last of the series of consolidations that the 
board planned to effect. 

In a statement the board said it directed that “the Caro- 
lina Company be instructed that it is the wish and intention 
of the Shipping Board that the Carolina Company and its offi- 
cials shall make every possible endeavor to complete such an 
organization as will equally represent the commercial interests 
of all of the south Atlantic ports, and will do everything in 
its power, by seeking financial interests from those ports and 
placing directors on its board of directors from those ports, as 
will completely harmonize and protect the local and commercial 
interests of the whole south Atlantic district.” 

President Palmer of the Fleet Corporation this week had 
prepared a statement showing the result of the consolidation 
of services effected by the Fleet Corporation and the Shipping 
Board. The services involved are those between north Atlantic, 
south Atlantic and Gulf ports, on the one hand, and all foreign 
ports reached by Shipping Board vessels on the other, a total 
of 265 vessels being in operation in the services. President 
Palmer said that, with other economies, he believed the con- 
solidations would enable the corporation to keep within the 
$36,000,000 appropriation authorized for the current fiscal year, 
as against $50,000,000 for the last fiscal year. 


SHIPS FOR GULF PORTS 


The Trafic World Washington Bureau 


President Palmer of the Fleet Corporation announced 
September 27 that steps would be taken to meet the increased 
demand for ships from Gulf ports. The following brief state- 
ment was issued: 


With reference to the heavy demand for cargo space to move 
grain, grain products, cotton and other commodities from Gulf ports, 
the Shipping Board is arranging to assist this situation and help 
expedite the movement of these commodities by increasing its sail- 
ings during the month of October. 


Officials said there was no way of knowing at this time 
how many additional ships would be used. The Shipping Board 
recently ordered that up to ten additional vessels be sent to 
Gulf ports to carry grain cargoes and these have been supplied. 

The Gulf ports are making a demand, also, however, for 
ships to carry sulphur and phosphate. Several months ago 
ocean freight rates were on a low level, and the result was 
that tonnage was not attracted to the Gulf ports. Rates began 
to grow firmer the latter part of August, however, and, if they 
continue so, Officials said, ships will go to the Gulf ports for 
cargoes. The firmer rates have attracted some tonnage. 

The demand for additional ships has been put up to Presi- 
dent Coolidge by Representative Briggs of Texas. In view of 
the announcement by President Palmer, however, it is not ex- 
pected that the White House will take any action in the matter. 
The appeal to the President was made on the theory that the 
Shipping Board could not put on additional vessels without 
exceeding the appropriation for the current fiscal year and that 
it would be necessary for the President to authorize the board 
to exceed the amount allowed by the Director of the Budget. 

The Fleet Corporation has arranged for over forty sailings 
from Gulf ports in October, President Palmer said, September 
30, when discussing the demand for vessels in those ports. He 
said that, in the last three weeks, 14 additional steamers had 
been put into service from those ports. He said the movement 
of cargoes would be expedited by the use of additional vessels. 


STEEL COMPANIES EXCEPT 


The Trafic World Washington Bureau 


Subsidiary or affiliated companies of the United States 
Steel Corporation organization have taken exception to the 
interpretation placed on the testimony of their witness in the 
hearing on fourth section application No. 12436, for permission 
to make reduced rates on commodities from originating terri- 
tory west of the Indiana state line to Pacific coast terminals, 
by the Chicago Association of Commerce and affiliated interests, 
and the applicant railroads. Is a reply to the exceptions taken 
by the Chicago association and the railroads to the report of 
the examiner in that case, the steel companies said the Chicago 
association incorrectly stated that “Mr. Coakley (the steel 
companies’ witness) was testifying in opposition to the rail 
carriers’ application, because the interests which he represents 
operate a number of plants at or adjacent to the Atlantic sea- 
board, together with a fleet of vessels affording complete in- 
dependence of trade, and he plainly indicated a desire to retain 
the advantages at present accruing to those plants.” 

After quoting from Mr. Coakley’s testimony, the attorneys 
for the steel companies said it could be seen the sole interest 
of the companies for which they were speaking, was to prevent 
any action being taken that would embarrass the steel manu- 
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Careful attention to details and accurate work are 
necessary in any business. 
They are extremely important in the handling of 


EXPORT BUSINESS 


With us this is backed up by the supervision of men 
who have been twenty years in the shipping business— 
railroad and steamship. 


A bonded expense statement on every shipment 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 
Export Freight Forwarders 
JOS. E. DALTON 
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The only modern Merchandise Warehouse fully 
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facturers of this country in their free use of the Panama canal, 
which, they said, was necessary to enable them to meet, suc- 
cessfully, the foreign competition along the Pacific coast. They 
quoted from Mr. Coakley’s testimony to show the competition 
they feared was from foreign countries, that they did not 
believe the 80-cent rate proposed would move an additional ton, 
all-rail, from their mills to the Pacific coast. They said there 
was not sufficient diversity of steel articles produced in the 
Chicago district to take care of the markets west thereof. They 
said the American Steel & Wire Company relied upon the 
eastern mills to provide for the export demand and the Pacific 
coast demand. 

For the reasons given for the exception to the language 
of the Chicago Association of Commerce, neither was there any 
justification for the language used by the railroad applicants in 
their exceptions to the report of the examiner, they said. The 
steel companies took exception to the declaration of the trans- 
continental carriers that “it is true the United States Steel 
Corporation opposed the granting of this application. This 
position of the steel corporation is a natural one in view of its 
interest in the Isthmian Lines and also in view of the fact that 
the present adjustment gives it a great advantage over the 
western independents. We believe, however, that even the 
steel corporation would, if the application were granted, make 
some use of the new rates from its western mills.” ~ 

The steel corporation companies flatly denied the accuracy 
of the assertion made by the transcontinental railroads. 

“The proofs show the contrary to be the fact” said the 
steel companies. “As stated, the rate sought to be established, 
will not move an additional ton of steel products all-rail to the 
Pacific coast markets.” 

They argued that if the proposed 80-cent rate was reason- 
ably compensatory for the haul from the Indiana-Illinois district 
to the Pacific coast, it necessarily followed that, because of 
the density of traffic, the appreciably shorter haul and other 
elements of transportation that were conducive to lower unit 
transportation costs, 34 cents was an unreasonably compensa- 
tory rate from the middle district (Pittsburgh, Pa., to Lorain, 
O.), to the Atlantic ports of trans-shipment and was relatively 
too high—a rate relationship that would be unduly prejudicial 
to the latter district and preferential to the former. 

“This matter, we submit” said the exceptants, “should be 
viewed, considering the country as a whole” citing in support 
of that, United States vs. Illinois Central, opinion of the 
Supreme Court of the United States, dated January 7, 1924. In 
addition to that they said, “as the learned examiner correctly 
found—section 500 of the transportation act, 1920, declares the 
policy of Congress to be ‘to promote and develop water trans- 
portation, service and facilities in connection with the com- 
merce of the United States, and to foster and preserve in full 
vigor both rail and water transportation’.” 

The companies protesting the transcontinental carriers and 
the Chicago Association of Commerce, the latter leading other 
middle western commercial associations, had so incorrectly in- 
terpreted the language of their witness, were: Illinois Steel 
Company, American Steel & Wire Company, American Bridge 
Company, Tennessee Coal, Iron & Railroad Company, National 





vision for the insurance, reciprogally, of international parcel 
post packages between the United States and Great Britain, 
was put into operation. This is the first convention of the 
kind, with the exception of that with Canada, to be negotiated 
between this country and a foreign power. 

Under the provisions of the new agreement a minimum 
fee of 15 cents will be charged for a package having a value 
of not over $10, while a fee of 50 cents will be charged for a 
package valued at not more than $100. No parcel will be re- 
ceived for delivery which weighs more than eleven pounds. 

It is expected that the new arrangement will result in a 
large increase in the parcel post business between the United 
States and Great Britain, as merchants will take advantage 
of the insurance feature of the convention. 

The new convention takes the place of the one which has 


been in effect between the United States and Great Britain 
since 1905. 


PORT TERMINAL FACILITIES 


The Commission has approved the application of the Port 
Utilities Commission of Charleston, S. C., for authority to obtain 
control by lease of terminal facilities in Charleston. The prop- 
erty was recently leased from the Shipping Board. 


FLEET CORPORATION OPENS OFFICE 
The Fleet Corporation has opened an inland district office 


at Cincinnati. L. C. Neff will be in charge. He formerly was. 


district agent for the Shipping Board at Galveston and more re- 
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cently was employed by the Consolidated Navigation Company 
at Norfolk. Mr. Neff will solicit cargoes for Shipping Board ves. 
sels in the Cincinnati territory. 


HEARING ON GRAIN RATES 


An attack is made on the grain and grain products rates 
between points in Wisconsin on the Illinois Central and points 
in Illinois on the Burlington and Illinois Central in northern 
Illinois and Chicago, charging them to be unjust and unreason- 
able and unduly preferential to St. Louis, Cairo, Metropolis, 
Evansville, Louisville, Ky., New Albany, Ind., and Cincinnati, 
O., in I. C. C. Docket 15855 and I. C. C. Docket 14050, the Board 
of Trade of Chicago against the Burlington et al., heard by 
Examiners Shanafelt and Zorn at Chicago, this week. 

J. S. Brown, manager of the transportation department, 
Chicago Board of Trade, testified that the present adjustment 
of rates between the points. involved was preferential to St. 
Louis and Ohio River points. He said dealers in the origin 
territory complained to him that rates were too high and their 
business was hurt by the adjustment. He told of the elevator 
capacity at Chicago, and left the impression that Chicago’s fa- 
cilities accounted for the grain being shipped in, rather than 
that rates might be favorable. 

He explained that the rates involved were local and that 
the only proportionals in question applied on grain products or 
animal feeds. He introduced exhibits showing the present ad- 
justment of rates and the complainant’s proposed rates. For 
distances from 78 to 112 miles, a rate of 10 cents a hundred 
to Chicago is proposed, as against the present rate, which 
ranges from 1044 to 12 cents. For distances from 111 to 185 
miles, the rate proposed is 11% cents, and beyond that a rate 
is suggested of 12 cents a hundred for distances up to 170 miles. 
It was his contention that the differences between the rate 
from certain points to Chicago were not large enough, consid- 
ering the greater distance to St. Louis, Cairo, and other Ohio 
River points. 

F. H. Law, for the Illinois Central, said the rates in Illinois 
should not be considered piecemeal, since shipments were over 
long hauls, and he contended that the proper way to consider 
the rates was in relation to the movements from points of origin 
to destination. He contended that the rates on grain in the 
territory in question were well equalized, showing how the rates 
were made on St. Louis, Cairo paying 3 cents over that point 
and Louisville 3 cents over Cairo. He introduced exhibits 
tending to show that the adjustment was reasonable and ex- 
hibits of the grain movement to Chicago compared with the 
other points involved, in which he said that the great majority 
of shipments moved to Chicago. 

G. A. Hoffelder, for the Burlington, testified as to the his- 
tory of the adjustment between Chicago and St. Louis. He 
said that, at one time, the road had considered the rates to 
Chicago and judged them to be among the lowest grain rates 
in the country and that they could not be reduced; so it had 
filed with the Commission increases to St. Louis and the other 
points. The Commission had approved the increases among 
them from points involved in the present hearing. Comparing 
those not included in the case before the Commission with 
those that were, the rates from all of them seemed to be rea- 
sonable, he said. 

W. Y. Wildman, for the Northwestern, said that, while his 
line was not directly concerned, if any reduction in the rate 
to Chicago should be allowed, it would affect the road he rep- 
resented. He introduced rate exhibits tending to show the 
reasonableness of the rates. 


J. L. Collyer, for the Peoria Board of Trade, Charles Rip- 
pin, for the St. Louis Merchants’ Exchange, Ray Williams, for 
the Cairo Board of Trade, J. B. McGinnis, for the Memphis 
Merchants’ Exchange, and A. F. Vandergrift, for the Louisville 
Board of Trade, intervened on behalf of the defendant, entering 
testimony and exhibits to protect the adjustment at their mar- 
kets and to show that the amount of grain moving to the points 
they represented was small compared with Chicago. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
September 8-14, inclusive, was 167,157: as compared with 194,306 
in the preceding period, according to the car service division of 
the American Railway Association. The average daily shortage 
was 367 cars. 

The surplus was made up as follows: Box, 54,336; venti- 
lated box, 291; auto and furniture, 3,201; total box, 57,828; flat, 
4,948; gondola, 31,220; hopper, 52,977; all coal, 84,197; coke, 
2,997; S. D. stock, 7,784; D. D. stock, 1,741; refrigerator, 6,816; 
tank, 68; miscellaneous, 778; total, 167,157. 

The shortage was made up as follows: Box, 183; auto and 
furniture, 13; flat, 31; gondola, 57; hopper, 44; S. D. stock, 21; 
D. D. stock, 15; refrigerator, 3; total, 367. 

Canadian roads reported a surplus of 21,770 cars, made up 


of 18,250 box, 1,325 flat, 1,670 S. D. stock and 525 refrigerator 
cars. 
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Merchandise Storage and Distribution POOL ¢ AR DISTRIBUTI ON 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District STORAGE 
Insurance Rate, 18 cents per $100.00 Free Switching From All Lines 
Motor Truck Delivery 
Service that Satisfies Merchants Southwest Fireproof Warehouse Company 


1 East Grand Avenue 


DENVER, COLORADO 





ATLANTA 
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Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 







Fireproof Warehouses on Track 
For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 












Security Warehouse Company 


100,000 Square Feet Floor Space 


Consign via any Railroad into Denver 
Free Switching to Warehouse 






Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 





‘*Bankers of Merchandise’”’ 


The Weicker Transfer & Storage Company 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Consignor’s Direction to Divert Shipment Held “Lawful Excuse” 

for Failure to Deliver to Consignee: 

(Supreme Court of South Carolina.) Where consignor sold 
a machine under a title retention contract, but after delivery 
to carrier, to be shipped to purchaser under straight bill of 
lading, demanded that carrier divert shipment to another, car- 
rier had a “lawful excuse,” within bill of lading act, sec. 8 
(U. S. Comp. St., sec. 8604dd), for refusal to deliver machine 


to original consignee.—Patterson vs. American Ry. Express Co., 
123 S. E. Rep. 844. 


DELAY IN TRANSPORTATION OR DELIVERY 


Judgment Granting Motion for New Trial Without Giving Rea- 
son Therefor Sustainable on Any Ground Sustaining It: 
(Springfield Court of Appeals, Missouri.) If the action of 

trial court in granting a motion for new trial, without reciting 

a reason therefor, can be upheld upon any ground, the appellate 

court must affirm.—McCarten vs. St. Louis-San Francisco R. 

Co., 264 S. W. Rep. 50. 

Petition for Special Damages for Delay in Shipment Must Allege 
Carrier’s Notice that Such Damages Will Result from Delay: 
To hold a common carrier liable for special damages re- 

sulting from delay in shipment the carrier must have notice 

at the time of shipment that special damages will result from 
delay, and a petition asking for special damages, but failing 
to allege such notice, is fatally defective.—lIbid. 

Whether Carrier Had Notice of Special Damages Which Would 
Result from Delay in Shipment Held for Jury: 

Whether a carrier, at the time of a shipment of a road 
contractor’s equipment, had notice from the bill of lading and 
statements made by contractor of resulting special damages 
which would result from delay in shipment, held for jury.—Ibid. 


TELEGRAPHS AND TELEPHONES 


General Exception to Answer Held Improperly Sustained, Where 
Specific Facts State Consistent with Finding Either For or 
or Against Exceptant: 

(Court of Civil Appeals of Texas, Amarillo.)Court erred in 
sustaining general exception to sufficiency of answer of tele- 
graph company, in action for failure to deliver message, to 
allege that nfessage was one sent in interstate commerce, where 
specific facts stated aside from general conclusion might be 
consistent with finding either that telegram was or was not sent 
in interstate commerce.—Western Union Telegraph Co. vs. Wood, 
264 S. W. Rep. 118. 

Sending Telegram Through Another State to Point in State May 
or May Not Be Interstate Commerce: 

Whether transmission of telegram from point in state 
through another state to point in state is or is not interstate 
commerce, is to be determined more by facts existing and in 
contemplation of parties at time of making contract for trans- 
mission than by what telegraph company without knowledge or 
consent of other party, may have subsequently done with refer- 
ence to it.—Ibid. 

Facts Held to Create Presumption that Telegram Between 
Points in State Through Another State Was Intrastate 
Commerce: 

Where the usual and customary way of transmitting mes- 
sages between two points in state is over lines wholly within 
state, it will be presumed that when message was delivered at 
one of such points for transmission to another point, though it 
was sent via another state, parties contracted with reference to 
intrastate transmission.—Ibid. 

Testimony Concerning Notice of Non-delivery of Message Held 
Inadmissible Without Pleading: 

Admission of testimony that no notice was given sending 
office and to sender that message had not been delivered by 
office at destination to addressee, without pleading of such fact 
as basis of recovery, was error.—Ibid. 

Error in Admission of Evidence Held Not Waived by Cross- 
Examination of Witness: 

Erroneous admission of testimony was not waived by cross- 
examination of witness as to the matter.—Ibid. 

Duty to Deliver Telegram Stated: 

Ordinarily a telegraph company must deliver message to 
party in whose care it is sent, if delivery is not made to ad- 
dressee in person.—Ibid. 


Refusal of Special Issues as to Sender’s Contributory Negligence 
Held Proper: 
(Court of Civil Appeals of Texas, Texarkana.) Evidence 
that plaintiff, on receiving no reply to telegram because of de 
fendant’s failure to deliver reply, failed to endeavor to com- 
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municate with addressee by long distance telephone, held not 
so to raise issue of contributory negligence as to require 
special interrogatories thereon, especially in view of jury's 
negative answer to question propounded in general charge as 
to contributory negligence.—Western Union Telegraph Co. vs, 
Holt et al., 264 S. W. Rep. 310. 

Evidence Held to Make Prima Facie Case of Agency to Purchase 

Oil Lease from Plaintiff: 

In action for failure to deliver message, whereby plaintiffs 
lost sale of oil lease, testimony of one plaintiff that agent of 
petroleum company had offered to purchase oil lease and that 
he had had dealings with agent in name of company, held to 
make prima facie case of agency.—Ibid. 

Agency Provable by Circumstances: 

Ordinarily agency can be proved by circumstances.—lIbid. 
Evidence Held Sufficient to Show Failure to Deliver Message 

Caused Loss of Sale of Oil Lease, Though Offer Therefor 

Was Not in Writing: 

In action for failure to deliver message, whereby it was 
alleged plaintiffs lost sale of oil lease, evidence that, although 
offer to purchase lease was not in writing, the offer was 
definite in terms, and purchaser’s agent was anxious to contract 
for lease, and would have entered into necessary writings had 
favorable answer been received in message, which was not de- 


livered, was sufficient proof of damages to support verdict.— 
Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


District Court May Enjoin Enforcement of Exception to Rail- 
road Commission’s Rule as to Concentration of Cotton for 
Warehousing: 

(Court of Civil Appeals of Texas, Austin.) Under Rev. St. 
1911, arts. 6656, 6657, 6658, district court may grant temporary 
injunction against enforcement of exception, granted by Rail- 
road Commission in favor of certain town, to general rule 
regulating concentration of cotton for warehousing, if unjust, 
unreasonable, or discriminatory, as in any other civil proceed- 
ing.—Railroad Commission of Texas et al. vs. San Antonio 
Compress Co., 264 S. W. Rep. 214. 

Hearing in Vacation on Motion to Dissolve Temporary Injunction 
Does Not Preclude Further Hearing on Merits: 

Hearing in vacation, on motion to dissolve temporary in- 
junction, does not preclude further hearing on merits after 
overruling of motion nor granting of permanent relief when 
case is duly reached for hearing, though appeal is allowed 
under Rev. St. Art, 4644, as amended in 1919 (Vernon’s Ann. 
Civ. St. Supp. 1922, art. 4644).—Ibid. 


Granting or Refusal of Temporary Injunction Discretionary 
and Not Reviewable Unless Discretion Abused: 
Granting or refusing of temporary injunction is within 
sound discretion of trial court, whose action is not reviewable, 
unless abuse of discretion clearly appears.—lIbid. 


Whether Town, Granted Exception to Railroad Commission’s 
Rule in Favor of Nearest Bonded Warehouses, Offered 
Better Market Than City Discriminated Against Held for 
Trial Court: 

Whether town, granted exception by Railroad Commission 
to general rule compelling shippers of cotton for warehousing 
from or past bonded warehouses to pay more freight offered 
better market for cotton than city wherein warehouse of com- 
pany suing to enjoin enforcement of exception as discriminatory 
was located held matter of fact for trial court on conflicting 
evidence.—Ibid. 

Presumption Indulged in Support of Judgment in Absence of 
Fact Findings by Court: 

In absence of fact findings by trial court appellate court must 
indulge every favorable presumption in support of judgment. 
—Ibid. 

Temporary Injunction Against Enforcement of Exception to 
Railroad Commission’s Rule in Favor of Nearest Bonded 
Warehouses Held Not Abuse of Discretion: 

Granting temporary injunction against enforcement of ex- 
ception, granted by Railroad Commission to certain town, to 
general rule requiring shippers of cotton for warehousing from 
or past bonded warehouses to pay more freight, held not abuse 
of discretion; such exception granting bonded warehouse in 
such town privilege denied all other such warehouses in pre 
scribed area under same or better market conditions.—lIbid. 
Courts Cannot Pass on Wisdom of Legislation: 


It is not court’s function to pass on wisdom of legislation: 
remedy being with Legislature.—Ibid. 





< 
‘ 








October 4, 1924 


You are invited to measure 


Burlington 
Service 
By This Rule 


Cetliethle CHICAGO-—ST. LOUIS 
| to 
Schedules ST. PAUL LINCOLN 
OMAHA DENVER 
KANSAS CITY MINNEAPOLIS 
PACIFIC NORTHWEST 


Reliable CALIFORNIA 


Performance 
9,405 Miles of 
Extraordinary Railroad 


Courteous 
Employees 


P. S. EUSTIS 


Passenger Traffic Manager 
5471 W. Jackson Bivd. 
Chicago, Ill. 


gees) STATE 
; TRAFFIC 
MAPS 


With Postal Unit System 
applied quickly and 
definitely locating 
each place 


For Shipr 


: am 

THE KEY \ | 

‘ >PING PROBLEMS \ 
ro YOUR SHIPPI \ 


A\ SD) 
FP 
POS 
sie 
WWD 2G 
% i) Paws 


\ 
Reference Numbers 
WASTE TIME 
We eliminate them 
Covering \ — 
lask NN 
es,Canada SEEM 1355S pages of vital 
1925 shipping information 


United Stat 


INTERN ATIONAL 6 


wpe PUBLISHING COMPANY \ 


All information of a shipping 
nature for any town 


All Shipping Information in One Volume 


with Quarterly Supplements thereto 
Only one Supplement in effect at any time 


A request on your letterhead will put this guide 
on your desk on five days’ approval 


Representatives with traffic experience wanted everywhere 


International Guide Publishing Co. 


INCORPORATED 


805-807 Phoenix Building Minneapolis, Minn. 


THE TRAFFIC WORLD 


ESTABLISHED 1872 


The Shippers’ Guide 


A Comrlete, Accurate Guide for Shippers 


Revised Monthly and used by Thousands of Shippers 
who have demanded the Best for more than fifty years. 

The largest organization of its kind is maintained at 
a constant heavy expense to collect, sort, compile, revise, 
print and distribute the latest changes in information oc- 
curring all the time. Acting as a Clearing House and 
Bureau of Information for all, the cost to you is thus 
reduced to less than five cents per day. 

Ask us to send you the whole story about “THE SHIP- 
a GUIDE” and the real Service to Shippers it sup- 
plies. 

GENERAL TRAFFIC INFORMATION 

Let us know your problems. Our Service to Shippers, 
through our Shippers’ Guide Publications and our In- 
formation Bureaus, is broad and complete and offers Re- 
liable and Continuous Shipping Information covering 
Freight, Express, Parcel Post, Merchandise Storage 
Warehouse and Transfer Agents, Express Rates, Parcel 
Post Rates, Foreign Ports, Cargo and Passenger Steam- 
ship Sailing Dates and Passenger Travel Schedules. 
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Railroad Commission’s Orders May Be Set Aside by Injunction 

Before Final Judgment: 

Under Rev. St. art. 6657, requiring that action to set aside 
order of Railroad Commission be “tried and determined as all 
other civil cases” such orders are subject to action of courts 
in same manner, and to same orders and method of procedure, 
as other civil suits, and may be set aside by injunction on sworn 


petition of ex parte hearing before final judgment after hearing 
on merits.—Ibid. 


GOVERNMENT AGAIN LOSES © 


The Trafic World Washington Bureau 


The government has again failed in its attempt to punish 
the P. Koenig Coal Company for having received coal, in 1922, 
while Service Order No. 23 was in effect. Judge Tuttle, in the 
federal district court at Detroit, has sustained the second de- 
murrer filed by the coal company to an indictment accusing it 
of receiving a “concession,” in violation of the Elkins anti- 
trust law, in that it tricked the railroads into sending coal to 
Detroit under the impression that the coal so sent was for the 
use of a hospital and then diverted the coal to an automobile 
manufacturer. The first demurrer was, in effect, that the coal, 
having come to rest on the rails in Detroit, it was not in inter- 
state commerce when the car containing it was moved to the 
automobile plant, also in Detroit. 


Instead of taking an appeal from that decision, the gov- 
ernment, acting on information from the Commission’s bureau 


of inquiry, procured another indictment not subject io that 
objection. 


A demurer to the second indictment was to the effect 
that the acts so cited did not constitute the acceptance or re- 
ceipt by the coal company of a “concession” given by the com- 
mon carrier, as forbidden by the Elkins anti-rebate law. In 
sustaining the demurrer, Judge Tuttle discussed what consti- 
tuted the offense created by the Elkins law and gave such an 
interpretation that the government is going to take an appeal 
from his decision. In substance, Judge Tuttle held that, unless 
the railroad company knew it was giving something a shipper 
could not receive, it was not a “concession” under the Elkins 
law. In part the judge -said: 


The first ground on which the demurrer of the defendant is based 
is that the acts so charged in the indictment do not constitute the 
acceptance or receipt by the defendant of a ‘‘concess‘on” given by 
a common carrier, as forbidden by the statute thus relied on by the 
Government. 

After close and careful consideration of the able and exhaustive 
briefs submitted by the parties, I have reached the conclusion that 
the contention of the defendant in this respect is correct and that for 
that reason alone the demurrer must be sustained. 

It cannot be doubted that the conduct of which the defendant 
is here accused was, if indulged in, most reprehensible and deserving 
of severe condemnation. The sole question, however, with which this 
court is now concerned is whether such conduct constitutes the accept- 
ance of receipt of a ‘‘concession’’ from a common carrier railroad, as 
denounced by the statute invoked by the Government. 

It is an elementary rule of statutory construction that, in the 
absence of circumstances indicating otherwise, words used by legis- 
lative tribunal in the enactment of a statute are to be considered 
as having been so used according to their usual, ordinary meaning. 

The common dictionary meaning of a ‘‘concession”’ (as illustrated 
by the definitions in the Century and in Webster’s Internatonal dic- 
tionaries) is “the act of conceding or yielding, usually implying a de- 
mand, claim or request,” “A thing yielded,” ‘a grant.” 

Now, nothing could be clearer than that. under the express alle- 
gations of the indictment involved, the advantage obtained is explicitly 
declared to have been received by the defendant from the carriers, 
not as a benefit yielded or consciously granted by them, but solely 
through and by means of deception practiced upon them by the de- 
fendant. The Government charges in substance that the carriers 
were tricked by the defendant into transporting this coal, which they 
would not have done “‘but for said device and deception.” To say, 
under these alleged circumstances, that the carriers thus imposed 
on by the defendant and fraudently induced to transvort this freight 
were thereby actually granting (although unknowingly) to the defend- 
ant a “concession” or that the defendant was thereby receiving from 
such carriers a ‘“‘concession,”’ is, in my opinion. to do violence to the 
plain meaning of language and to fail to call things by their proper 
names. If an advantage obtained by such artifice and fraud be a 
concession accepted or received by the deceiver from his victim (and, 
therefore, necessarily granted or given, even although unknowingly, 
by the deceived), then the hobo who steals a ride on the “bumpers” 
of a railroad car thereby receives and accepts a concession given him 
by such railroad, and the thief who picks the pocket of a conductor 
on a train knowingly accepts and receives a concession ‘‘given” him, 
though not knowingly. I can perceive no real difference nor distinction 
in the underlying principles involved in the instances just suggested. 
In essence they seem to me to be the same. 

Although I am aware that in the only reported decision, so far as 
I can learn, involving this precise question that of the district judge 
in United States vs. Metropolitan Lumber Co., 254 Fed. 335), a con- 


trary opinion was reached, I am unable, after careful study of that, 


decision, to approve or accept the conclusions there expressed. I can- 
not avoid the conviction that they embody, and are based upon the 
reasoning to which I have already referred and with which I cannot 
agree. 

A careful reading of the Elkins Act leaves no doubt that its pur- 
pose was to punish and prevent the favoritism of shippers by common 
carriers in interstate commerce, and that, in order to more effectually 
accomplish this purpose Congress, after originally legislating against 
only the carriers who granted such favoritism, extended its prohibitions 
so as to reach the recipients of, and participants in, such favoritism, 
namely, the shippers who, by knowingly accepting or receiving such 
unfair favors, promoted and made them possible. In the language of 
the report of the Committee on Interstate Commerce in reporting 
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the bill to the House (which report, of course, is entitled to considera- 
tion in the judicial construction of the statute), the Committee be- 
lieved that the Elkins Act, together with the interstate commerce law 
then existing, covered about all possible means ‘‘to prevent the grant- 
ing of discriminations in favor of one shipper against another, or the 


building up of one concern through the favoritism of railroad cor- 
porations,’’ 


Nor is it without significance, as bearing upon the meaning of this 
statute, that an entirely different statute (Section 10 of the Act of 
Feb. 4, 1887, ch. 104, 24 Stat. 382, as amended) expressly forbids the 
obtaining of various kinds of rebates by means of false statements, 
“‘whether with or without the consent or connivance of the carrier,” 
being apparently intended by Congress to relate to an evil not also 
covered by any other statutory provision. 

In view of the considerations mentioned, and bearing in mind 
that the penal statute involved should be construed strictly and 
limited to the plain meaning of the language used, I reach the con- 
clusion that it cannot properly be so extended as to include within its 


prohibitions the conduct charged against the defendant by the indict- 
ment at bar. 


For the reasons stated, the demurrer must be sustained on the first 
ground therein presented, namely that the acts alleged in the indict- 
ment do not constitute the offense charged. There is, therefore, no 
occasion to consider the objections urged to the validity of the service 
order involved. An order will be entered sustaining the demurrer. 


RATES ON SOYA BEANS 


The rates on soya beans, in carloads, from points in Vir- 
ginia and North Carolina to Chicago Heights are attacked in 
Docket 16020, the Manufacturers’ Association of Chicago 
Heights against the B. & O. et al., heard by Examiner Shana- 
felt, at Chicago, September 27. 

F. B. McElroy, for the complainant, at the beginning of 
the hearing, said that he wished to withdraw from the com- 
plaint the charges of “unjustly discriminatory and prejudicial 
rates,” because, after going into the situation more thoroughly, 
it had been decided that a reasonable rate was all that the com- 
plainant wished to argue for. 

Ira C. Bradley, treasurer of the Chicago Heights Oil Manu- 
facturing Company, testified as to the situation in the industry 
about June, 1922, when the shipments moved. He said the 
supply of soya beans was small and that it was difficult to load 
carloads of soya beans. He said soya beans were comparable to 
wheat, for they were shipped under similar conditions, were 
shaped, in general, like the larger kernels of wheat, and took 
about the same sort of equipment. He said also that the beans 
were ground into soya bean flour to be used in making a dia- 
betic bread. 

F. B. McElroy testified as to the history of the rate adjust- 
He said the commodity was first placed on 
a parity with wheat in the Illinois Freight Association, then 
in Trunk Line and then in C. F. A. territories. He said the 
rate desired from Norfolk, Va.—and that this was the point 
on which other rates were based—was 39% cents a hundred. 
He entered exhibits comparing the rates, the ton mile earnings, 
and the minimum weights of soya beans and comparable com- 
modities, tending to show that soya beans should take the 
wheat rate basis. 

F. R. Pitman, for the carriers, gave testimony taking some 
exceptions to exhibits entered by Mr. McElroy, saying that 
many of the commodities compared were heavy loading and 
productive of a greater earning than soya beans and were, 
therefore, not just bases for comparison. He said the com- 
modity was virtually a new movement, having formerly been 
imported until it was found necessary to raise substitutes, in 
this country, for linseed oils. He said the making of flour from 
soya beans was even newer, and that on such movements it 
was necessary to take time to see how new industries would 
prosper, and for the carriers to adjust themselves to the move- 
ment and that, therefore, the roads did not believe the com- 
plainant had any basis for reparation. 


FINANCE APPLICATIONS 


The Pennsylvania has applied for authority to assume lia- 
bility and obligation in respect of $15,750,000 of 4% per cent 
equipment trust certificates in connection with the purchase of 
10,000 box cars at a total estimated cost of $21,112,000. The 
certificates will be sold to Kuhn, Loeb & Co. at 97 and accrued 
dividends if the Commission approves that basis of sale 

The Norfolk & Western has applied for authority to guar- 
antee $800,000 of first mortgage gold bonds of the Winston- 
Salem Terminal Company. 

The Wharton & Northern Railroad Company has applied 
for an order authorizing it to enter into an extension agreement 
with the holder of $300,000 of bonds, due September 1, 1925, so 
as to make the same mature September 1, 1940. The Replogle 
Steel Company is the owner of. the bonds, the applicant said. 


OPERATING AVERAGES 


The Commission has issued a comparative statement of op- 
erating averages of Class 1 steam roads for 1923, 1922 and 1921. 
This is the second of a series prepared by the Bureau of Sta- 
tistics of the Commission, the first of which was for the years 
1922, 1921 and 1916. 
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MrNesN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S. S. FELIX TAUSSIG 


Sailings every two weeks thereafter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND, 
SEATTLE and TACOMA 
Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Beanch Offices 

jcpbia, Mobile, New Oriesne 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


United Fruit Company 


General Offices, 131 State Street, Boston, Mass. 


STEAMSHIP SERVICES 


REGULAR FREIGHT SAILINGS 


FROM 


New York, Boston and New Orleans 


TO 


Havana and Santiago, Cuba 


JAMAICA eS 
Kingst tagena 
Seo detente Puerto Colombia 
Jamaica Outports Santa Marta 


; COSTA RICA 
CANAL ZONE Port Limon 


Cristobal ALSO 


Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 


of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place 

321 St. Charles Street 
Long Wharf 
Marquette Building 
Huff Shipping Agency 


New York, N. Y. 
New Orleans, La. 


San Francisco, Calif. 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 

From New York Westbound Eastbound from San Francisco Los Angeles 
S.S. Finland Oct. 16 S.S. Kroonland Oct.25 Oct. 27 
S.S. Manchuria Nov. 6 S.S. Finland Nov. 8 Nov. 10 
S.S. Kroonland Nov. 20 S.S. Manchuria Nov. 29 Dec. 1 

and regularly thereafter 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore —Chamber of Commerce Bidg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 


Mobile-Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


FROM 


MOBILE PENSACOLA GULFPORT 


LIVERPOOL and MANCHESTER 


U.S.S.B. S.S. MAIDEN CREEK, sailing from Pensacola 
Oct. 6; sailing from Gulfport Oct. 11; sailing from 
Mobile Oct. 15. 


ROTTERDAM and HAMBURG 


U.S.S.B. S.S. WILDWOOD, sailing from Pensacola 
Oct. 6; sailing from Mobile Oct. 15. 


LIVERPOOL 


US.S.B. S.S. AFOUNDRIA, sailing from Gulfport 
Oct. 14; sailing from Mobile Oct. 25. 


ROTTERDAM and HAMBURG 
U.S.S.B. S.S. SACO, sailing from Mobile Oct. 31. 


OPERATED BY 
Waterman Steamship Corporation 


General Office, MOBILE, ALABAMA 
E. L. Throgmorton, Gen’! Agent, Falls Bldg., Memphis, Tenn. 
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NEW YORK FRUIT EMBARGO AVERTED 


The Trafic World New York Bureau 


An embargo at New York on California fruit, which is 
usual at this season of the year, has been averted this year 
through co-operation between the shippers of California fruit 
and the railroads, according to an announcement from F. J. 
Cleve, district manager of the American Railway Association. 

Four eastern cities—Syracuse, Rochester, Buffalo and Pitts- 
burgh—have found it necessary to limit shipments to their local 
markets, but the New York traffic is being handled satisfac- 
torily despite the fact that it is much heavier to this center. 
Division of freight among four railroads at Chicago is respon- 
sible for the improvement. All commodities are being shipped 
close to the limit of railroad capacity at present, but grain is 
moving in particularly heavy quantities and the California fruit 
crop is near the peak of the season. Commenting on this situa- 
tion, Mr Cleve said: 


New York is generally one of the first cities to be forced to place 
an embargo on California fruit, especially juice grapes, but this year, 
through an agreement signed by 80 per cent of the shippers and re- 
ceivers, this association is permitted to divert consignments from one 
road to another. This is done at Chicago, the traffic being divided 
between the Erie, Pennsylvania, Lehigh Valley and Delaware, Lacka- 
wanna & Western Railroads. Heretofore the Erie handled all the 
juice grape shipments, but the traffic is greater now than any one 
road could handle. By diverting it at Chicago and aided by an ade- 
quate supply of cars, on which we maintain a quick turnover, we 
have thus far handled everything satisfactorily. 


CAR SUPPLY IN NORTHWEST 


With heavy demand for box cars for grain loading, the rail- 
roads had in the Northwest district, as of September 15, the 
largest number of cars ever reported by the railroads in the 
Northwestern territory. L. M. Betts, manager of the closed car 
section of the car service division, American Railway Associa- 
tion, has advised members of the Northwest Regional Advisory 
Board. In a letter to the members, Mr. Betts said: 


Supplementing memorandum dated August 25, giving data in 
reference to the box car situation on roads in the northwest, it 
will doubtless be interesting to compare figures showing the car 
location on September 15, as per the following statement: 


(1) (2) (3) (4) (5) (6) (7) 
ae. ae 32,690 101.0 118.5 5,380 83.8 81.7 
eer ee 25,974 89.1 99.5 2,642 68.9 66.0 
soo Lime ...... 18,905 101.0 101.2 27 80.1 76.6 
C. M. & St. P.. 37,823 103.2 105.0 650 70.7 63.8 
Cc. St. P.M. &O. 8,745 96.8 125.9 1,536 74.6 72.5 
ee. Oe Ne Weseees 36,319 102.8 101.8 555 70.6 52.8 
Rite Wl WN 0a. 5- 5 ence 6,546 97.1 86.5 699 49.4 38.0 
mm. & Bt b.... B24 107.4 118.6 658 70.9 56.6 
a a a: ee 30,124 106.8 95.2 2,534 63.6 52.2 
. Hk € PP... 10 98.4 93.3 1,737 66.2 57.4 





(1) Ownership; (2) percentage all box on line Aug. 15; (3) per- 
centage all box on line Sept. 15; (4) number of cars, increase; (5) 
number of cars, decrease; (6) percentage home box on line Aug. 15; 
(7) percentage home box on line Sept. 15. 


While the above statement includes the principal roads of the 
northwest district, that territory as a whole on September 15 had 
108.3 per cent of ownership compared with 101.4 per cent on August 
15, an increase of 11,569 cars on line. This is the largest number of 
cars ever reported by the railroads in the northwestern territory at any 
time within the records of the car service division, even in periods 
of car surplus. 

This remarkable box car supply has been accumulated by the 

railroads voluntarily and without special orders from the car service 
division either to these roads or to the eastern lines and other west- 
ern lines that have contributed to build up the supply. We believe 
that this record is convincing proof of the determination of the north- 
western lines to furnish adequate transportation to their territory and 
indicates as well the effective co-operation accorded by roads in 
other territories to the same end. It is reasonable also to add that 
it is a further indication of the benefits from present car distribu- 
tion methods. 
; Undoubtedly, every car so placed in the northwest will be needed 
for loading. Reports of grain and grain products loading to date 
on the principal roads in the northwest are in excess of any within 
the records of the car service division, extending back to 1918, which 
include all previous periods of high production except 1915. We 
doubt if even that year will show as many cars loaded for the same 
space of time. To date there have been no cases of actual car 
shortage. 

Total commodity loading on all railroads for the week ending 
Sept. 20 was 1,076,553 cars. This exceeds the corresponding week 
last year by 15.742 cars and, with one exception, was greater than 
any week in 1923. Grain and grain products loading totaled 68,563 
cars, Which is the greatest total week’s loading of these commodities 
on record, with the exception of the week ending August 30 this year 
when 68,687 cars were loaded. Grain and grain products loading for all 
of the past four weeks has exceeded the highest previous record of 
this commodity loading which was established in the week ending 
July 21, 1921, viz.: 64,715. In 1923 the highest week’s loading was 
54,937. 

Thus it will be seen that grain and grain products traffic this 
year is being offered in unprecedented volume and is being handled 
without any difficulty from a transportation standpoint. In addition 
to the current movement in the northwest there is still a heavy tide 
from country stations of the winter wheat territory to terminal mar- 
kets-and from terminal markets to mills and ports. Storage facilities 
at certain terminal markets are already practically full and it appears 
that this is likely to prove the only limiting factor in the grain move- 
ment this year, certainly it will not be railroad transportation. 

The Terminal Grain Committee, established by the Northwest 
Board at Minneapolis, is functioning actively and fearlessly to the 
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benefit of the entire trade and is greatly contributing to transporta- 
tion service. 


REVENUE FREIGHT LOADING 


Revenue freight loading set a new record for the year thus 
far the week ended September 20, the total number of cars 
having been 1,076,553, an increase of 15,129 cars over the preced. 


ing week, according to the car service division of the American 
Railway Association. 


Loading of merchandise, L. C. L.,—257,469 cars—was the 
highest on record to date. Excluding coal, coke and ore, the 
railroads thus far this year have loaded 144,222 cars of all 
other classes of commodities in excess of the loading of the 
same commodities for the same period last year. If coal, coke 
and ore loading had not fallen off, the loading thus far this 


year would have exceeded the record loading of the same period 
of 1923. 


Loading of miscellaneous freight—397,877 cars—was the 


largest since October 11, 1923, when the total was 397,562 
cars. 


Coal loading—188,985 cars—was the highest of any week 
since February 16, 1924. 


Total loading also exceeded that for the corresponding pe- 
riod of 1923 when it was 1,060,811 cars. In the corresponding 
period of 1922 it was 961,138 cars. 


Loading by districts the week ended September 20 and for 
the corresponding period of 1923 was as follows: 


Eastern district: Grain and grain products, 11,233 and 7,948; live 
stock, 3,457 and 3,437; coal, 46,697 and 41,820; coke, 2,234 and 3,659; 
forest products, 5,637 and 5,824; ore, 4,757 and 8,002; merchandise, 
L. C. L., 70,310 and 68,751; miscellaneous, 103,014 and 100,031; total, 
1924, 247,339; 1923, 239,472; 1922, 240,032. 

Allegheny district. Grain and grain products, 4,061 and 2,903; live 
stock, 3,264 and 3,121; coal, 47,614 and 50,547; coke, 4,045 and 6,217; 
forest products, 3,591 and 3,432; ore, 9,246 and 14,052; merchandise, 
L. C. L., 54,035 and 51,602; miscellaneous, 89,697 and 88,640; total, 1924, 
215,553; 1923, 220,514; 1922, 208,394. 

Pocahontas district: Grain and grain products, 255 and 284; live 
stock, 354 and 401; coal, 33,877 and 28,230; coke, 243 and 492; forest 
products, 1,389 and 1,822; ore, 61 and 107; merchandise, L. C. L., 7,213 
and_ 6,759; miscellaneous, 5,607 and 5,362; total, 1924, 48,999; 1923, 
43,457; 1922, 26,807. 

Southern district: Grain and grain products, 3,926 and 3,738; live 
stock, 2,263 and 2,641; coal, 24,929 and 24,953; coke, 806 and 969; 
forest products, 21,579 and 23,846; ore, 1,274 and 1,776; merchandise, 
L. C. L., 41,059 and 40,568; miscellaneous, 52,897 and 43,168; total, 
1924, 148,733; 1923, 141,659; 1922, 120,766. 

Northwestern district: Grain and grain products, 26,244 and 16,172; 
live stock, 9,231 and 11,203; coal, 9,185 and 10,724; coke, 1,091 and 1,521; 
forest products, 16,544 and 18,730; ore, 29,197 and 48,141; merchandise, 
L. C. L., 32,536 and 31,240 miscellaneous, 40,505 and 42,386; total, 1924, 
164,533; 1923, 180,117; 1922, 150,313. 

Central Western district: Grain and grain products, 17,182 and 
13,361; live stock, 16,546 and 16,181; coal, 20,184 and 20,498; coke, 315 
and 320; forest products, 10,891 and 11,727; ore, 3,388 and 2,834; mer- 
chandise, L. C. L., 36,929 and 35,875; miscellaneous, 70,112 and 64,028: 
total, 1924, 175,547; 1923, 164,824; 1922, 155,180. 

Southwestern district: Grain and grain products, 5,662 and 4,489; 
live stock, 3,457 and 4,175; coal, 6,499 and 5,819; coke, 209 and 161; 
forest products, 8,146 and 8,265; ore, 444 and 618; merchandise, L. C. L., 
15,387 and 15.686; miscellaneous, 36,045 and 31,555; total, 1924, 75,849; 
1923, 70,768; 1922, 59,646. 

Total, all roads: Grain and grain products, 68,563 and 48,895; live 
stock, 38,572 and 41,159; coal, 188,985 and 182,591; coke, 8,943 and 
13,339; forest products, 67,777 and 73,646; ore, 48,367 and 75,530; mer- 
chandise, L. C. L., 257.469 and 250,481; miscellaneous, 397,877 and 
375,170; total, *924, 1,07( 553; 1923, 1,060,811; 19 %, 961,138. 


Loading of revenue freight this year compared with the two 
previous years follows: 





1924 1923 1922 

4 weeks of January .......2.. 3,362.136 3,773,965 2.785.119 
{ weeks of February ......... 3,617,432 3,361,599 3,027,886 
5 weeks of March ............ 4,607,706 4,581,176 4,088,132 
2 Weeks Of April ...cccccceves 3,499.210 3,764.266 2,863,416 
D WOGES OF POY occ ceccicccccs 4,474,751 4,876,893 3,841.683 
A WEGES OF JUNE 2. ccccceccivecs 3,625.472 4,047,603 3,414,038 
G WOGNS OF FUG ce cccesiccccees f 3,940.735 3.252.107 
5 weeks of August ........... 5,209,219 4,335,327 
Week of September 6 928.916 823,247 
Week of September 13 1.060.563 937.221 
Week of September 20 1,060,811 961,138 

ME ine ccawieaniowceusuer 34,615,567 36,205,746 30,329,307 


COAL PRODUCTION AND SHIPMENT 


“Substantial improvement continues to mark the production 
of soft coal,” says the Geological Survey in its current weekly 
coal report which continues, in part, as follows: 


The total output for the week ended September 20 is now esti- 
mated at 9,902,000 net tons, an increase of 373.000 -tons, or nearly 
4 per cent. This estimate is based on the 183,426 cars reported 
loaded by the railroads and includes allowances for coal coked, mine 
fuel and local sales. 

The upward movement that has prevailed since early August has 
carried production to the highest level reached since the first week 
of March. The average daily rate of output is now wel! above that 
at the corresponding date of 1921, and is but slightly below that of 
the weeks immediately following the strike of 1922. It is still con- 
siderably below the rate in 1920 and 1923, years of industrial activity 
when the demand for coal was heavy. 

The production of anthracite appears to have found a level at 
just over the 1,800,000.000 ton mark. Using as a hasis the 35,40: 
ears loaded, it is estimated that the total output in the week ended 
September 20 was 1,851,000 net tons, as against 1,820,000 tons in the 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


us 
rs 


Weekly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to Los Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


NEW YORK 


*VENEZUELA October 3 
SANTA OLIVIA October 11 
SANTA MALTA October 18 


Through b'Ils of lading issued for transsh’'pment at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


SAN FRANCISCO — LOS ANGELES 
*ECUADOR September 30 October 2 


SANTA CLARA.... October 11 October 13 
CACIQUE October 20 October 22 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. NEWPORT sails from San Francisco, October 6 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


President Grant—One of the five sister ships—showing cargo ene facili = ecieenaaes eer yoke wae eiciateal 


especially designed for rapid handling from lighters on both sides of 


1e 
1e 
1] 
le 


is 
id 





ALSO OFFICES IN 
e Bldg. Norfolk, Southgate 7. & Stge.Co. 


Equitable Bidg. Cleveland yg Bldg. 
Pittsburgh, 410 State Theatre Bldg. Chicago Clark St. 
Seattle to the Orient | ces = ; 
Wilmineccn, Del., Marine Terminal 
A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 


Shanghai, Hong Kong and Manila 4 
An American Line operated for American shippers over 0 ar ine 


the shortest, fastest route to the Orient. 





Yokohama, Kobe, Shanghai, Hong Kong, Manila The magnificent new fast PASSENGER 
aEnee re Oct. 11 and CARGO Steamship 
ESIDENT McKINLEY.................... Oct. 23 “ - 
PRESIDENT JACKSON. ............cccce00. Nov. 4 
PRESIDENT JOGEROOR ooo Nes PRESIDENT POLK 
PRESIDEINE GRANT ......0.cccescesccccses Nov. 28 Sails from NEW YORK, October 16, 1924 
e e e (and a sister ship every fourteen days thereafter) to the ports of 
Direct F reighter Service Los Angeles Honolulu Shanghai Manila Penang 


San Francisco Kobe Hong Kong Singapore Colombo 


“PRESIDENT GARFIELD’ 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 





CN ia isd in wiiiintinbntwaeekiowt Oct. 5 
§ cate dave MONTANA ..............+.+. a 4 Sails from SAN FRANCISCO, October 2, 1924 
F SDR SEE SN Neg BARE pen Iloilo (and a sister ship every fourteen days thereafter) to the ports of 
Also Regular Sailings Direct to amon ny _ vipat pres Honolulu Shanghai Manil Pe n 7 
FOR RATES, SPACE AND OTH M. F 4 
Chicago—Merchants Loan & Trust Bidg., 112 W. Adams 8t., Phone Kobe Hong Kong —_ Singapore —_ 
N ee Aa 4 Phene B esse. Direct Sailings also to Java Ports 
ew Yor roadway, me Broad 
THROUGH BILLS OF LADING—For the oumaieass of Exporters and Importers, 
ene arte lee —- Building. through bills of lading will be issued at point of shi = so 2 all interior points 
Detroit—Dime Bank Building. in the United States and Canada to Foreign ports an from for ports to interior 
San Francisco—Robert Dollar Building. destinations in the United States and Canada, via New York, Boston, San Fran- 


Les Angele cif Ble cisco or Vancouver. : -~ it 
Beattlo—400 L. C. Smith Building. Dependable Service Regular Sailings Unsurpassed Facilities 


L. L. BATES, General Freight Agent, Seattle, Wash. & For all information as to rates and space, apply to any of offices named below. 


ADM | RAL ORIENTAL | iil. DOLLAR STEAMSHIP LINE 





NEW YORK CITY CHICAGO, ILL. 
15 Moore Street 112 W. Adams St., Cent. 0906 


SAN a: . .Robert Dollar 
LOS AN' 626 . 


U.S.SHIPPING BOARD 


TRANS - PACIFIC SERVICE 








732 THE TRAFFIC WORLD 


preceding week. Production in the corresponding week of 1923 was 
curtailed by the miners’ strike which was called off during the week. 

The all-rail movement of bituminous coal into eastern New York 
and New England declined to 2,252 cars in the week ended September 
13, a decrease of 200 cars. The present rate of soft coal movement 
into this territory by all-rail routes is now but little more than half 
that prevailing a year ago. Anthracite shipments increased sharply 
to 2,891 cars as against 2,306 cars in the preceding holiday week. 
Compared to the last week of August there was an increase of 12 
per cent. Owing to a general strike of anthracite miners, there were 
practically no shipments in the corresponding week of 1923. 

There was a substantial increase in tidewater business in soft 
coal at Hampton Roads during the third week of September. The 
total quantity handled over the piers was 414,323 net tons, an increase 
of 33 per cent. Compared with the last week of February when the 
high weekly record for 1924 was made, there was a decrease of 13,002 
tons. The principal factor in the improvement was an increase of 
112 per cent in exports, which totaled 104,652 tons. Cargoes consigned 
to New England increased somewhat, and dumpings for the other 
coastwise trade were nearly double those in the preceding week. 

Lake shipments of bituminous coal recovered somewhat in the 
week ended September 21. According to reports from the Ore and 
Coal Exchange, 829,747 net tons were dumped at the lower lake ports, 
of which 781,787 tons were cargo coal and 47,960 tons were vessel 
fuel. In oomagetioms with the week before this was an increase of 


68,284 tons. n the corresponding week of 1923, dumpings totaled 
878,058 tons. 


Cumulative dumpings of cargo coal during the present season to 
date are placed at 15,271,306 tons, a decrease of 30 per cent from 


the record of 1923, and of 5 per cent from the average for the three 
preceding years. 


ipments of anthracite up the lakes continued to decline steadily, 
and totaled 67,077 net tons, a decrease of 27,911 tons, or nearly a 
third. In the corresponding week last season no anthracite was 
dumped in the lake trade. Thus far in the present season, 2,471,428 
tons of anthracite have gone up the lakes, an increase over shipments 
for the same period last year of 96,207 tons. 


LUMBER SHIPMENTS 


As reflected by telegraphic reports from 372 of the chief 
commercial softwood lumber mills of the country, the national 
lumber movement held up well for the week ending September 
27, according to the National Lumber Manufacturers’ Associa- 
tion. Production, shipments, and orders all showed increases 
as compared with the previous week with only a slight increase 
in the number of reporting mills. The marked decrease in all 
three factors compared with the corresponding week of 1923 is 
not considered to be of much significance because the lumber 
movement at that time of 1923 was abnormally large for the 
season. Orders were almost at the peak for the entire year. 
Production was in about the same position, and shipments were 
also exceptional. 

The unfilled orders of 257 Southern Pine and West Coast 
mills at the end of last week amounted to 598,371,085 feet, as 
against 605,039,043 feet for 257 mills the previous week. The 
136 Southern Pine mills in this combination showed unfilled 
orders of 241,534,020 feet at the end of last week, and 237,959,385 
feet for 136 mills for the preceding week. For 121 West Coast 
mills the unfilled orders were 356,837,065 feet, as against 367,- 
079,658 feet for 121 mills a week earlier. 

Of the 372 comparably reporting mills, last week’s ship- 
ments were 100 per cent and orders 96 per cent of actual pro- 
duction. For the Southern Pine mills by themselves these per- 
centages were 101 and 106, respectively; and for the West Coast 
group 106 and 102. 

Of the foregoing mills, 349 have a determined normal pro- 
duction for the week of 223,029,546 feet, according to which 
actual production was 100 per cent, shipments 101 per cent, 
and orders 98 per cent of normal production. 

The following table compares the national lumber move- 
ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
EE ei eee 372 380 364 
ee 239,994,095 283,331,366 227,811,688 
Shipments .............. 239,413,036 270,760,686 222,405,094 
Orders (New Bus.)..... 230,366,261 291,038,750 224,844,143 


The following figures compare the reported lumber move- 
peo the first thirty-nine weeks of 1924 with the same period 
Oo : 


ieee Production Shipments 


Orders 
palate hist wtae caren k 9,133,527,643 9,048,291,783 8,778,042,802 
GE Sstnaaelesia den.etid ae 9,545,920,487 9,560,383,825 - 9,072,685,611 
1924 Decrease........... 412,392,844 512,092,042 294,642,809 


The report from the California White & Sugar Pine Associa- 
tion mills was not received in time for publication. 


FRUIT AND VEGETABLE SHIPMENTS 


Gains of 1,500 cars and 1,400 cars, respectively, in the ship- 
ments of apples and peaches the last week of September helped 
to boost the net total for 21 fruits and vegetables to 26,400 
cars, according to the Bureau of Agricultural Economics of the 
Department of Agriculture. Movement of potatoes slackened 
a little, while most other products maintained a fairly steady 
volume. 


The totals from the weekly summary of carlot shipments 
follow: 
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Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have béen made for one or more of the states in that group. 


Total Total 


Sept. Sept. Sept. This Sea- Last Sea- Total 














aia gat’ 1923" Sept. 27 Sept. 29 Seasct 
—— —— 1,184 2,196 *6,379 7,888 63,034 
Apples, (Hastern erg. $2,094 «4,619 «10,516 «16,162 75,049 
i 32 28 56 183 140 4,239 
«ae 1,016 *970 «1,079 = *22,193 = «18,554 —*37,012 
a eee 443 #54067) 28,265 «= 25,323 25,923 
ae pee 218 205 ad 2,021 
a 233 #209 «287 s«*8, 538 7,673 16,863 
— oa 72 71 47 7,087 5,584 5,692 
ns, 6.467 *6,663 6,567 *30,924 29,457 —65, 336 
_-~ vennvtdes 158 164 152 630 553 12,000 
~~ 419 447 401.—=Ss«27,515 = 25,402 ~—27,797 
—a ae lf 5,141 8,406 9,075 
Mixed Vegetables: egos 540,922,645 «=—«:19,242 23,913 
a 1,113 *1,217 1,191 «= *13,101=—:11,980 29,520 
— 701. ««533.=S'<i(‘T2R;CSCS*«*TA;GT~=—=s«GY,BZG 71,507 
in ee 1,985 574 1,282 36,260 32,743 «33,525 
~ 934 *1,243 «1,078 += *11,420 214,505 = 18,472 
Plums and Prunes: 197 9214 -362,—=«s«*8,347«—*6,456 = 6,800 
Sweet Potatoes: 174 #728«=S«692—Ss«*3, 856 4,811 13,952 
— 973  *881 «1,085 = *21,747 «= «21,186 = 24,112 
i | gee 989 *375 113 43,835 32,862 + —-33,029 
Summary Potatoes: 
Leading Sec- 
(ons, Tate noe 4,586 «6,669 «19,747 «88,271 «193,171 
ee a ee 
Total .....4892 *5,465 6,933 84,839 78,493 241,679 





OPERATING STATISTICS 


Net ton-miles in July, aggregated 33,157,000,000 as against 
38,518,000,000 in July, 1923, and 237,792,000,000 in the seven 
months ended with July as against 264,003,000,000 in the same 
period of 1923, according to operating statistics compiled by 
the Bureau of Statistics of the Commission from reports of 
Class I roads, exclusive of switching and terminal companies. 

Loaded car-miles totaled 1,239,603,000 in July as against 
1,353,821,000 in July, 1923, and 8,878,939,000 in the seven months 
as against 9,367,197,000 in the same period of 1923. 

Empty car-miles totaled 721,722,000 in July as against 761,- 
828,000 in July, 1923, and 4,780,253,000 in the seven months as 
against 4,797,764,000 in the same period of 1923. 

Car-miles per car-day averaged 25.6 in July as against 
27.8 in July last year, and 26 for the seven months as against 
27.2 for the same period in 1923. 

Net tons per loaded car averaged 26.7 in July as against 
28.5 in July last year, and 26.8 for the seven months as against 
28.2 for the same period of 1923. 

The average number of freight cars on lines daily in July 
was 2,475,147 as against 2,450,568 in July, 1923. 


FREIGHT COMMODITY STATISTICS 


A comparison, by general classes of commodities, of ton- 
nage transported by Class I roads in the second quarter of 
1924, with the tonnage transported in the corresponding period 
of 1923, prepared by the Bureau of Statistics, of the Commission, 
follows: 





———_—_—-Number of tons originated 
Quarter ended Quarterended % of decrease 
June 30, 1923 June 30, 1924 1924 = 1923 





Classes 
of Commodities 





Products of agriculture.... 19,625,897 481, 
Animals and products..... 6,649,538 6,383,844 4.00 
Products of mines.........184,321,362 148,482,810 19.44 
Products of forests........ 30,928,472 28,193,263 8.84 
Mfrs. and miscellaneous... 73,431,893 64,411,082 12.28 
All L. G Li. Treigmt....cc.c. 11,651,796 10,290,033 11.69 
Tetal ..«« area ies eee 326,608,958 277,242,083 15.11 
3,648,868 = elles 0.98 
Products of iculture.... 43,648,86 223, E 
Animals: end products Boreal 11,802,332 11,443,411 $.04 
Products of mines......... 322,433,843 253,260,890 21.45 
Products of forests........ 60,851,671 54,536,612 10.38 
Mfrs. and miscellaneous. ..142,842,050 126,812,713 11.22 
Ade Ts. /C. Us, TBE. 0c ccces 19,249,116 17,264,993 10.31 
OE aikorbcceweulexonets 600,827,880 506,541,670 15.69 
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This Reinforced Box 
for Canners is a sample 
of what we can 

do for you 


The patented construction of the 
Reinforced Corrugated Case, 
illustrated above, adds 55% to its 
carrying strength. This is one of 
many reasons why many of the 
largest shippers continue to use 
our shipping containers year 
after year. 


We can serve your needs equally 
well. Our big production facilities 
—500 tons a day—enable us to 
meet any shipping schedule on 
orders of any size. 


Five railroads, including four trunk 
line railroads having direct routes 
and service schedules to all points 
in the east and middle west, give 
us excellent shipping facilities 
out of Monroe. 


Write Department “T” for interesting 
prices. Our trained package designer will 
gladly build samples to fit your goods. 


CONSOLIDATED PAPER COMPANY 


MONROE, MICHIGAN 
Branch Sales Offices 


BALTIMORE CHICAGO KANSAS CITY 
502 Garrett Bidg. Room 462 Wrigley Bldg. 1401 E. 76th St. Terrace 
BOSTON CLEVELAND NEW YORK 
80 Boylston Street R-808 Prospect, 4th Bldg. 39 Cortlandt Street 
BUFFALO INDIANAPOLIS GLENFIELD, PA. 
811 White Bldg. 508 Fidelity Trust Bldg. A Suburb of Pittsburgh 
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What 
Pioneer Boxes 
Are 


Pioneers are boxes or 


crates made of _ thin, © 


tough lumber and strap- 
ped with three or more 
steel wires of great 
strength. The wires are 
stapled on. The staples 
are anchored. 


Pioneers are far stronger 

ordinary nailed wood 
boxes—and from 30% to 
60% lighter. 


The boxes (or crates) are 
delivered in flat folding 
form. They are three- 
fourths made up. Time 
required to completely as- 
semble, about two min- 
utes, 


When packed, close the 
top and twist the wire 
ends together with a 
twister. The twisted wire 
ends act as a seal against 
petty theft. 


Pioneers are made in al- 
most any style, size or 
shape. 


GENERAL BOX COMPANY 


733 


CHICAGO 


eeliadli’, 


A Complete 
Analysis of Your 
Shipping Costs— 
Without Expense 
to You 


Here is an offer that may mean much 
to you in cutting shipping costs— 
labor, freight and express charges. 
Your acceptance of it places you 
under no obligation of any sort. 


We will send to your factory at our 
expense a box engineer who will make 
a thorough study of your boxing and 
shipping methods. He will submit 
you an explicit report detailing where 
and how packing and shipping im- 
provements can be made and expenses 
reduced—if it be possible. 


If a different type or design of box 
or. crate will save you money and 
carry your product safely, we will 
make up one and send it to you. You 
can make a trial shipment in the rec- 
on:mended box or crate, test it every 
way to determine its economy and 
protective qualities. 


If it proves satisfactory, you have an 
assured source of supply from the 
General Box Company. Our experi- 
ence as the largest box manufacturing 
organization is at your service. Why 
not make use of it at once? 


GENERAL BOX COMPANY 


506 N. Dearborn St., Chicago, Illinois 


Seventeen Factories Give You Close at Hand Service 


Bogalusa, La. 
Brewton, Ala. 
Brooklyn, N. Y. 
Cincinnati, O. 


Crawfordsville, Ind. Houston, Tex. 
Detro't, M ch. Illmo, Mo. 
East St. Lou's, Ill. 
Hattiesburg, M'ss. 
Winct 


Nashville, Tenn. 
New Orleans, La. 
Kansas City, Mo. Pearl River, La. 
Louisville, Ky. Sheboygan, Wis. 
endon, Mass. 
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CROW’S NEST PASS CAS 


The Trafic World Ottawa Bureau 

Practically the entire week was taken up by argument of 
counsel in the Crow’s Nest Pass agreement rate case, which 
closed Sept. 26 before the Board of Railway Commissioners. 

Just before rising, Chief Commissioner McKeown remarked 
that the board fully realized the importance of giving a deci- 
sion at the earliest possible moment and that both sides could 
expect the judgment in the immediate future. 

The week before was occupied by the argument of H. J. 
Symington, K. C., and other counsel who were acting for gov- 
ernment and organizations opposed to the manner in which the 
railway companies had put the Crow agreement into force. 
Railway counsel began their side of the case Sept. 25 and the 
first lawyer to speak was Eugene Lafleur, senior counsel for the 
transportation interests. 

He took the position that the Board of Railway Commis- 
sioners had full powers, under the statute creating it, to adjust 
rates in Canada and that no exception to its jurisdiction existed. 
Thus, he said, the Crow rates could be changed by the Com- 
mission despite the agreement entered into. In pressing his 
case in this manner, Mr. Lafleur was in disagreement with op- 
posing counsel, who had sought to show that the Commission 
was powerless to alter the rates of the Crow agreement for 
the reason that the statute creating the commission had ex- 
pressly limited its power in this respect, and also for the rea- 
son that the board had so ruled on a previous occasion. 

Mr. Lafleur did not dispute this previous judgment—which 
was delivered by Sir Henry Drayton, then chief commissioner, 
in 1917—but contended that the question of the jurisdiction of 
the board to deal with the Crow agreement had not been in 
issue at this hearing and that, in giving his opinion, Sir Henry 
had voiced views that were entirely unsolicited and that were 
reached without argument by counsel. Mr. Lafleur devoted a 
great deal of legal argument to show that the various important 
decisions of the board in the last 16 years had not bound it to 
keep its hands off the Crow agreement. 

The agreement, he said, had ceased to be a factor in the 
rate world in 1903 when the Commission was created, with 
wide and extensive powers. In considering the effect of the 
Crow agreement, Mr. Lafleur said it must not be forgotten that 
it was not the intention of Parliament that the agreement should 
become oppressive to third parties, including railways that were 
neither built or projected at the time the agreement was signed. 
Commissioner Boyce, one of the members of the board expressed 
himself in agreement with this view of the situation. In his 
opinion the railway act of 1903, which created the board, had 
submerged the agreement. 

“The Crow act,” said Mr. Lafleur, “was subject after all, to 
the railway act providing that rates shall be fixed by the board 
and that they shall be fair and reasonable not only to the shipper 
and carriers but to the consumers. Counsel for the applicants 
in this case are seeking to ride forever on the Crow’s Nest Pass 
limited and to be included as a privileged class. Their demand, 
if acceded to, will not make for equality of treatment through- 
out Canada. Parliament never said that this agreement bound 
the board or tied its hands. On the contrary, Parliament headed 
off a lawsuit by giving the board sufficient powers. How can 
the present intolerable situation be remedied? In 1897—when 
the agreement was signed—the operating ratio of the C. P. R. 
was 56.16. In 1921 it was 82.28 and in 1923 it was 80.86. Was 
it reasonable to expect in such circumstances that rates regarded 
as reasonably high in 1897 should continue so to be regarded 
and should form the basis for all rate fixing in contiguous or 
similar territories? The railway, deplore the present position of 
discrimination as much as anyone and revision should be made 
on the ground of justice and common sense.” 


CANADIAN TRAFFIC DECISIONS 


The Trafic World Ottawa Bureau 

The Railway Commissioners for Canada have refused the 
application of the F. F. Dalley Company of Canada, Ltd., Ham- 
ilton, Ont., for the suspension of tariff schedules showing can- 
cellation of commodity rates on polish, or blacking, shoe or 
stove, in liquid form, in glass or earthenware, and other con- 
tainers, in mixed and straight carloads. The report sets forth 
the history of the rates on the commodity and points out the 
fact that representative of the complainant admitted that shoe 
polish was not sold to jobbers in the west, but shipped to ware- 
houses in Calgary and Winnipeg. It also said that the weight 
of the evidence supported the statement of the carriers that 
the commodity rates involved were not established on the ground 
that they were necessary to foster an industry, to meet com- 
petition, or to enable the traffic to move freely. The carriers 
said the commodity rates had been made with the understanding 
that their per car revenue would be increased, but that, after 
the rates went into effect, it was found that there was no dif- 
ference in the 35,000-pound minimum established and the weight 


to which the cars had been loaded before the commodity rates 
were made. 
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In the case of the Canadian Car Demurrage Bureau against 
the city of Granby, Que., in the matter of demurrage charged 
on tank cars containing oil and tarvia, the Railway Commission 
reported—and the report is to be accepted as the ruling—that 
there was no question of the reasonableness of the demurrage 
rules, but simply an interpretation of what the rules provided 
with respect to points raised by the city. The first point con- 
cerned was as to exemption because of privately owned cars. 
The board said the exemption did not apply, since the cars 
were not owned by the parties on whose tracks they were de- 
layed. With regard to the question of extending free time, 
the board said that the tarvia and oil could have been unloaded 
during the free period, but it had been shown that the reason 
no unloading was done was because it was necessary for the 
streets, on which the city was putting the shipment directly 
from unloading position, to dry after inclement weather, and, 
therefore; the demurrage rule, in so far as extensions of free 
time wére involved, did not apply. 


CANADIAN CAR LOADIN 


‘Car loadings of revenue freight in Canada for ‘the week 
ended September 20 were greater than for the previous week 

7,538 cars. Grain shipments were heavier by 4,700 cars, 731 
cars in the east and 3,969 cars in the west. The eastern divi- 
sion showed a gain also of 1,140 cars in miscellaneous and of 
669 cars in coal, but little change in other commodities. In the 
western division gains were made in miscellaneous of 348 cars, 
in merchandise of 134 cars and in coal of 270 cars in addition 
to the increase in grain. Compared with the corresponding week 
of 1923, the loadings were lighter by 5,642 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


TOTAL FOR CANADA 
For the Week Ended, 






































1924 
Sept. 6 Sept.13 Sept. 20 
Commodity Cars Cars Cars 
Grain and Grain Products. ...cccscccscces 4,159 6,490 11,190 
GE ION auc dersaces aw wiciwlee Hare a 2 wane © mates 2,149 2,589 2,776 
GE sixiaind so ainas <a ne eh o® ensicaitasiewschwaueae 6,061 7,000 
CR. bbe Pucerd save etetecelowesetiesattce ees 3 256 204 
Lumber 5 3,650 3,589 
Pulpwood 1,522 1,557 
I IS pai aca a5 &: Ore wena bocacecorde: wei py 2,019 1,960 
ENG” PUSGRE PYOGUCUB, ..cc.cccccccvcssvcns 1,950 1,974 2,197 
NE ra etianialacar alas charcibcere aenah occ 6:0 idiom olaela dreimioiwlctere 1,424 1,547 1,260 
Bo ae Oe ee eee eer 14,106 15,624 16,049 
BO Or nr re 11,868 13,782 15,270 
Ro Be ee eee 47,593 55,514 63,052 
Total Cars Received from Connections 25,337 27,498 31,164 
Total Cars Loaded for Corresponding 
Lo: Ie er ea 51,550 61,746 68,694 
Cumulative Loading to Date, 1924........ 2,019,142 
Cumulative Loading to Date, 1923........ 1,933,817 
EASTERN CANADA 
Grain and Grain Products................ 2,304 3,214 3,945 
OS ee ee ee er ee ee re 165 1,375 1,304 
MIE © asaneAicsacateneccicuaincs ace: 0. 0 wierped aia vis eacalne Sie 4,278 4,947 
RE ee eee ee RE ee re Te 236 252 201 
EE a dialqattnnicncass'v aie wecc’o4 uo. oa tao ee Ree i 2,600 2,619 
ee 1,429 1,462 
Pulp and Paper 1,827 1,829 
CERGP DEVORE PTOCUCIS. ... cc ccccccccvenccese 835 938 1,137 
REESE eee ere 761 799 612 
PIN, . Bis He Dilsin ore. sids bab wecwciveeos 10,002 11,415 11,703 
CE rr re eee re 8,579 10,233 11,373 
re ee eee or 33,371 38,361 41,132 
Total Cars Received from Connections 22,838 24,914 28,351 
Total Cars Loaded for Corresponding 
OE EEE Bio es is cawesonsveseqecs 36,051 39,547 39,431 
WESTERN CANADA 
Grain an@ Grain PrOGuctes .0<i.ciccccccccs 1,855 3,276 7,245 
MR GONE ca arecacds $09 via wiretelermane'e eos omen 1,214 1,472 
NEN. ouis'e Rioetinie orniaels ape Ae ate SE a eles owe neaielole 1,783 2,053 
RE ees prhwwcc cece neeesnstlecqemverves sane 3 
ee Re te ee ee 1,050 970 
ee eres are 93 95 
, =, Sarre eee rere 192 131 
Other Forest Products , 1,036 1,060 
ed aa amma elias Wiedineseees 648 
Merchandise, L. C. L........ 4,209 4,346 
DEED Wiewveieeekeowcwesctwces cewers 3,549 3,897 
yy OO ean ee 14,223 17,153 21,920 
Total Cars Received from Connections 2,499 2,585 2,813 
Total Cars Loaded for Corresponding 
EOE SEE sib. ceceoaesruaweNcunes 15,499 22,199 29,263 


N. P. EXTENSION PROPOSED 


The Northern Pacific has applied to the Commission for 
authority to construct a new line of railroad in Mason county, 
Washington, extending from a connection with the existig line 
of the northern Pacific to Shelton, embracing fifteen miles of 
main line track. The company proposes to make use of eight 
miles of logging road owned by the Stimson Logging Company. 
The line will promote the manufacture of lumber at or near 
Shelton, the applicant said. 
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A DEPENDABLE SERVICE 
Both 


Is Accorded 


Shippers and Travelers 
By The 





FREIGHT and PASSENGER 





Denver & Rio Grande Western Railroad 


Serving 


Colorado, Utah, New Mexico 


And The 
Pacific Coast 


AGENCIES 
BOSTON, MASS., 450 Old South Bldg., 294 Washington St. 
CHICAGO, ILL., 700 Westminster Bldg., 110 S. Dearborn St. 
CLEVELAND, O., 1108 Swetland Bidg., 1006 Euclid Ave. 
DETROIT, MICH., 1216 Dime Savings Bank Bldg. 
FORT WORTH, TEX., 311 W. T. Waggoner Bldg. 
KANSAS CITY, MO., 336 Ry. Exchange Bldg., 700 Walnut St. 


OMAHA, NEB., 


LONG BEACH, CALIF., 116 West Ocean Ave. 
LOS ANGELES, CALIF., 507 South Spring St. 
NEW YORK, N. Y., 1715 Barclay Bldg., 299 Broadway 


806 W. O. W. Bldg., 14th and Farnam Sts. 
PITTSBURGH, PA., 311 Park Bldg. 


PORTLAND, ORE., 415 Failing Bldg., 124 Third St. 


ST. LOUIS, MO., 726 Pierce Bldg., 112 North Fourth St. 
For Freight and Passenger Rates, Pullman Reservations, and Descriptive 


Literature, call on or address any of above mentioned Agencies, or 
GEORGE WILLIAMS 


Ww. 
General Freight Agent 


Denver, Colorado 


H. CUNDEY 
General Passenger Agent 


Denver, Colorado 


FRED WILD 
Chief Traffic Officer 
Denver, Colorado 


FRANK A. WADLEIGH 
Passenger Traffic Manager 


Denver, Colorado 





Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 

rtion of traffic between 

orthern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service 
between the following rail- 
-roads: 


Illinois System. 
Peoria Pekin Union Railway Company. Maawess SS. lode Seles Qawe, 
Se Fe te ee Eons New York, 48. LBB Co (LB & W. Dist). 
Chicago & Railroad pany. Pennsyl 
Chicago & Northwestern Railway Company. eoria Railway 


Terminal. 
Toledo, Peoria & Western Railroad. 


Freight Rates on through traffic via other gateways between 


Chicago & St. Louis Railway Co. eee 


Illinois Central Railroad Company. 






Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 

gested gateways. Traffic is 
a with sufficient dis- 
patch to avoid congestion, 
thus affording regular and 
expeditious service in the 
movement of all through 
traffic. 


Peoria and Pekin Union Rail 
has unexcelled 


oria and Pekin, Ill., and serves 
a all industries located upon 

its rails. Peoria freight rates ap- 
bly to and from all industries in 
Peoria-Pekin Switching Dis- 


PEORIA & PEKIN UNION RAIDWAY G. 


INQUIRIES SOLICITED 


UNION STATION =~ PEORIA, /LL. 
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Personal Notes 





I. S. Morrison has been made commercial agent of the Ala- 
bama & Vicksburg and the Vicksburg, Shreveport & Pacific at 
Houston, Tex., a newly opened agency. C. P. Harwood has 
been appointed traveling freight agent, with headquarters at 
Vicksburg, Miss. 

Oberg Pederson, for twelve years traveling freight claim 
adjuster for eastern and western railroads, has been made vice- 
president of the Freight Rate Audit Bureau, Inc., of New York 
and will have charge of the newly organized loss and damage 
department. 

Herman Mueller, traffic director of the St. Paul Association 
of Public and Business Affairs, will speak to the St. Paul Y. M. 
C. A. students of traffic management October 7. 

Thomas M. Woodward, attorney for the Director-General of 
Railroads in cases before the Commission, has resigned that 
position to engage in the practice of law in Washington. He 
will specialize in practice before the Commission and other 
government departments. Before going with the Railroad Ad- 
ministration four years ago, Mr. Woodward was for six years 
attorney and examiner for the Commission. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Oklahoma City will hold its “Autumn 


—e Lunch and Pow Wow” at the Belle Isle Dance Hall, Octo- 
er 6. 





The Transportation Club of Evansville will hold its annual 
banquet in the Shrine Mosque October 15. 





The Traffic Club of Kansas City held its regular iuncheon 
and meeting September 30. Judge Allen C. Southern spoke on 


“Human Equation, or the Life of Humanity as Witnessed from 
the Bench.” 





The Transportation Club of St. Paul met at luncheon Sep- 
‘tember 30. 





The Traffic Club of New York held its first regular meet- 


ing of the fall season September 30. There will be movies and 
amateur theatricals on the program. 





The Traffic Club of Baltimore will hold its regular meeting 
October 7. John F. Keeley, chief of the Bureau of Transporta- 


tion, Department of Commerce, will speak on “Traffic Problems 
Pertinent to the Port of Baltimore.” 





The Traffic Institute of Kansas City, an organization spon- 
sored by the Traffic Club of Kansas City, to instruct in the 
interpretation of freight tariffs and classifications, and practice 
before the Commission, will inaugurate its 1924-25 season with 
a “smoker” in the Chamber of Commerce Rooms, October 7. 





The Kalamazoo Traffic Club held its first evening meeting of 
the fall season September 27. Plans were discussed for the 
annual banquet, to be held November 20. 





The Traffic Club of Chicago, at a meeting this week, amended 
its constitution and articles of association so that the objects 
of the organization shall be, instead of merely to promote bet- 
ter personal acquaintance and friendly relations among mem- 
bers, “to promote a better understanding by the public of 
transportation problems, to bring into closer relations shippers 
and those engaged in the transportation of freight and pas- 
sengers, to advance their mutual interest, and, in general, to 
obtain the best transportation possible.” The change expresses 
the policy that has long been followed by the club and was 
made in line with efforts to have the club members relieved 
from the payment of war tax on dues and to obtain a refund 
of past payments, made on the theory that the club was a 
purely social organization. The club will hold a golf outing 
at the Olympia Fields Country Club October 8. Bridge and 


“500” tournaments have been arranged for the ladies. Dancing 
will follow dinner at 7 p. m. 





The Twin City Traffic Club of St. Joe and Benton Harbor, 
Mich., held its first meeting of the season September 15. F. S. 
Montgomery, division freight agent of the Pennsylvania, talked 


on the subject of bills of lading and the methods of making 
shipments. 





The Transportation Club of Louisville met at dinner Sep- 
tember 25. Colonel William A. Colston, vice-president and gen- 
eral counsel of the Nickel Plate, spoke. He told of the service 
to be rendered the public by the consolidation of the Van Swer- 
ingen interests. He praised the spirit in which the Van Swer- 
ingen brothers considered all transportation matters. Eugene 
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Stuart, secretary of the Louisville Automobile Club, spoke, urg- 
ing the club to co-operate with other organizations in the effort 
to have Mammoth Cave made a national park. 





The Traffic and Transportation Association of Pittsburgh 
will hold a Halloween Novelty Dance and Program October 29. 
The affair will be featured as “Ladies’ Night.” 





The Traffic Club of St. Louis has under consideration a 
plan of holding one evening meeting a month for those of the 
members who cannot attend the weekly noon luncheons. The 
club held its regular luncheon meeting September 29. 





The Jacksonville Traffic Club will hold its annual fall outing 
October 18. There will be a trip down the St. John’s River to 
Sanford, Fla., aboard the Lyde Line S. S. “Osceola.” <A pro- 
gram of music and dancing has been planned. 


CHICAGO SHIPPERS’ TICKET 


The Chicago Shippers’ Conference Association will hold its 
annual meeting November 4. The nominating committee has 
reported the following ticket: President, C. T. Bradford, man- 
ager of the traffic department of the International Harvester 
Company; vice-president, R. J. Wallace, traffic manager, Jacques 
Manufacturing Company; secretary, W. J. M. Lahl, traffic man- 
ager, the American Seating Company; treasurer, R. W. Camp- 
bell, manager of the traffic division, the Butler Paper Corpora- 
manager, Wilson & Company; and R. H. Drake, division freight 
tion; directors for three years: George A. Blair, general traffic 
agent, the American Can Company. 


LABOR BOARD IN COURT 


The long awaited step of the Railroad Labor Board, in its 
struggle to have representatives of the engineers and firemen 
on the western railroads brought before it fo give testimony, 
was taken, September 29, when the board petitioned the United 
States District Court to order the two witnesses, J. McGuire 
and D. B. Robertson, executives of the engineers and firemen, 
respectively, around whom the test case was built, to appear 
at a time and place set by the board. 

The board first issued its own summons for a number of 
general chairmen of the men’s organization and these officers 
refused to appear, sending Donald Richberg as their counsel 
to say that it was their opinion that the board was without 
power to compel witnesses to appear and testify. After con- 
sideration of the situation, the board altered the form of its 
summons and issued two, one for McGuire and one for Robert- 
son, in order to make a test case. The men refused to answer 
these summons on the same ground as formerly. 

It was at this point the board signified its intention of go- 
ing to the United States District Court for subpcenas and re- 
tained Weymouth Kirkland as attorney to represent it. It was 
Mr. Kirkland, together with Edwin Olson, United States Dis- 
trict Attorney, who filed the petition before Judge J. H. Wil- 
kerson. 

It is expected that the court will take some action making 
it necessary for the representatives of the unions to appear in 
court, and that then Donald Richberg, counsel for the men, will 
make his attack on the constitutionality of not only that part 
of the transportation act giving the Railroad Labor Board power 


to call witnesses, but of the whole act, starting from that point. 


INTERLOCKING DIRECTORATES, ETC. 


Edward C. Bailly has been authorized to hold the office of 
secretary of the Clinchfield Northern Railway of Kentucky in 
addition to numerous positions previously authorized. 

Charles W. Veitch has been authorized to hold the positions 
of secretary and treasurer of the Texas & Pacific Railway 
Company, vice-president, assistant secretary and assistant treas- 
urer of the Texas-Pacific-Missouri Pacific Terminal Railroad of 
New Orleans, and fiscal agent of the Weatherford, Mineral 
Wells & Northwestern Railway Company. 

James L. Thompson has been authorized to hold the office 
of director of the Saratoga & Schenectady Railroad Company 
in addition to positions previously authorized. 

Lewis J. Spence has been permitted to hold the position 
of executive officer of the steamship lines of the Southern 
Pacific Company in addition to positions previously authorized. 

George F. Richardson has been authorized by the Commis- 
sion to hold the positions of director of the Southern Pacific 
Railroad Company and South Pacific Coast Railway Company. 


TAKES DEFICIT CLAIM TO COURT 


The Abilene & Southern has instituted mandamus proceed- 
ings against the Commission in the Circuit court of the District 
of Columbia to compel the Commission to consider the com- 
pany’s claim for reimbursement of its deficit in the period of 
federal control under section 204 of the transportation act. 
Justice Stafford ordered the Commission to appear October 24 
to show cause why a writ of mandamus should not issue. 
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LARKIN emt 
AND _WAREHOUS 


680 Seneca St., 


Reasonable Rates 


Mr. Manufacturer: - 


hettktt Co tne. 


ee all forms of warehouse serv- 

ce. 

—Stores automobiles and general mer- 
c 

— Distributes pool cars without carting 
charges. 


—MDMakes local deliveries. 


— Issues negotiable and non-negotiable 
warehouse receipts. 


—Has lowest insurance rate in Buffalo. 
—Has storage-in-transit privileges. 


—Only Government bonded public 
warehouse in Buffalo. 


—Located on Erie and N. Y. C. R. R. 
125 Car spotting capacity. 


—Offers you the services of its Traffic 
and Warehouse Departments in solv- 
ing your storage and distribution 
problems. 


Also warehouse at Chicago and Peoria. 


Office and storage space may be rented 
by the square foot if desired. 


For information and prices, write 


J. E. Wilson, Traffic Manager, 


Lettkhttt Co re. 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


- MERCHANDISE 
POOL CAR DISTRIBUTION 


Lowest Insurance 


GRAIN - AUTOMOBILES 


Prompt Service 


Your warehousing and distribution 
problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 


Buffalo, N. Y. 
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Questions and Answers 


In thie department will be answered questions of both legal and 
a that confront dealing with traffic A specialist 
commerce 


department, 
telah. A trac question — to the law 
reight mage mpg long 


practical traffic 
lems. We db ust décise te tobe mye Reg, Oi aesterse 
elp him in his work. 

Phe ht is reserved to refuse to answer in this department any 
question, legal or traffic, that it may cogeer to us unwise to amen 
or that involves a situation too complex for the kind of investigation 
herein contemplated. wee 


Questions wers Department, 
Traffic Service Corporation, Colorado Building, Washington, D.C. 


interstate peas ay 8 ee legal 
wail give his opinion in answer to 
interstate 


a ag tion of f: 
wil answer qu 


Reconsigning—(1) Rate Applicable Where Fruit and Vegetable 
Shipment Placed for Unloading on Private Siding. (2) To 
New Location in Destination Terminals 
Tennessee.—Question: Please see your answer to District 

of Columbia on page 576 of the September 13th issue. 

(1) Have you not overlooked that shipment described 
is a shipment of fruits and vegetables, and that section one of 
the reconsigning tariffs govern, rule 12 being in section 2 
and not being applicable to fruits and vegetables? 

When a car of vegetables is placed on consignee’s. track 
it would seem that delivery had been made and that the con- 
tinuity of that movement had ceased, but section one contains 
no such rule as rule 12, and further provides that no charge 
will be made for reconsignment. 

(2) Suppose the car after placement had been sold to 
another party located in the same switching limits and ordered 
reconsigned to the new consignee. The service would be free 
according to section one. How many times can this be done? 
In other words when does it cease to be reconsigned and be- 
come switching? 

Answer: (1) Our reply to District of Columbia was based 
upon Rule 12 of the Uniform Reconsigning Rules, as published 
by many carriers, and not upon any particular line’s tariff. Some 
roads’ tariffs do not exempt fruits and vegetables from the gen- 
eral rules, including Rule 12. Considering the question from 
the viewpoint gained from sectional tariffs such as you describe, 
we note that N. C. & St. L. I. C. C. 2920-A, for example pro- 
vides that the general rules, including Rule 12, will not apply 
to fruits and vegetables, fresh or green, but that the rules in 
Section 1 will apply. Section 1, as you state, contains no rule 
similar to Rule 12. Section 2, Rule 2, Section 1 provides that 
“the through rate to be applied under these rules is the rate 
from point of origin via the diversion point to final destination 
in effect on date of shipment, from point of origin.” This im- 
plies the application of the joint through rate via route of 
movement, if there be such in effect, and not the sum of locals 
to and from the reconsigning point the application of which 
would be determined by the fact of placing or not placing there- 
at for unloading before reconsigning. 

“The protective service tariff carries no information as to 
the effect a change in destination will have, if any, upon the 
application of the through refrigeration charge, and the recon- 
signing tariff makes no express mention of the matter, but we 
think that the through refrigeration charge is a part of the 
“rate” mentioned in Rule 2, and will apply coextensively with 
the freight rate. 

(2) The tariff used in above illustration contains no ex- 
press limit upon the number of times the carrier will change the 
designated place of delivery, free of additional local switching 
‘charges, so long as shipment does not move to a connecting line 
and returned, or the switching involves no back-haul. We be- 
lieve, however, that the Commission or court would excuse 
the carrier were it called upon to reconsign an obviously un- 
reasonable number of times, and would hold justified the assess- 
ment of local switching charges in addition to the through rate. 

Protective Service—Shipper’s Option 

Ohio.—Question: During the period of October 15th to 
the following April 15th, inclusive, Florida shippers order dry 
refrigerator cars to protect various shipments of vegetables 
from freezing in transit. Box ventilated cars are furnished and 
accepted under protest. 

During the season of 1923 the Florida East Coast Railroad 
Co. claim that they were unable to furnish type of car desired 
and as a result a great many cars reached destination frozen 
and worthless. To guard against this condition shippers place 
on their reconsigning orders, “Transfer to refrigerator cars 
before forwarding,” and in every case where this notation is 
shown on the diversion orders or the bill of lading, a charge of 
$5.00 for transferring was assessed under provisions of Rule 
7 of F. ©. PT. Ne. 3. 

The Florida East Coast Railroad Company in handling 
claims for refund of this charge, decline, claiming that after 
these cars arrived at original destination, we subsequently 
saw fit to divert them into colder latitudes, and in doing so 
we knew that if the carrier accepted our diversion instructions, 
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they had the option of transferring the lading to refrigerator 
cars, which had somewhat better insulation, or let the origina] 
car go through, assuming the risk of damage by freezing. 

99 per cent of the cars forwarded out of the state of 
Florida are originally billed to Waycross, Savannah, or Potomac 
Yards for diversion. 

The originating carrier had notice of kind of car we de- 
sired, and when refrigerator cars were not furnished, protest 
was made, and in issuing the diversion orders shippers did, 
on their own accord, place thereon “Protect from freezing, 
transfer if necessary.” In some cases this notation was placed 
on the original bill of lading. 

It is our opinion that this $5.00 charge should not be added 
to the billing but assumed by the carriers, and either charged 
to a line furnishing the car or prorated. 

Answer: It is well settled that a carrier’s duty to furnish 
cars suitable for protection of the goods it holds itself out to 
carry is not absolute. It cannot be required to do the im- 
possible, and when after making all reasonable and diligent 
effort to supply proper equipment, it is unable to do so, it has 
been held not unreasonable to give the shippers the option of 
forwarding the goods subject to the shipper’s risk. Dearborn’s 
Protective Perishable Tariff gives the shipper this option. 

While you do not state under whose, carrier’s or shipper’s 
protection, cars were forwarded, we judge that by reason of 
the notations on.the' bills of lading and reconsigning orders 
made by shippers,’giving instructions incidental to protecting 
the goods, the shipper was undertaking to furnish his own 
protection. If that be true, the carrier had no duty to incur 
labor expense in making transfers, save at the instance of the 
shipper, and subject to the terms of Rule 90 of the Perishable 
Protective Tariff, which reads: 


When shippers of perishable freight load box cars or other cars, 
and on request of shipper, owner or consignee, such shipments are 
transferred by_ carriers in transit into refrigerator or other cars 
to protéct against heat or cold, a charge of $5.00 per car for the 
service of transferring will be made. 


To compel the carrier to absorb this charge, would be the 
equivalent of saying that it had a duty to furnish the protec- 
tive service which the shipper apparently undertook to do 
himself under the tariff option. Whether the refrigerator car 
situation was such as to justify the originating carrier in com- 
pelling shipper to use box and ventilator equipment or refrain 
from shipping, is a question of fact, and not of tariff con- 
struction. If the carrier were negligent in this way, then 


the necessity or accepting box cars and the subsequent transfer, 
and the expense thereof were all the direct results of such negli- 


gence, and would constitute basis for a damage suit; 
wise not. 


other- 





Digest of New Complaints 


No. P as Agee 1. Swift & Co. et al., Chicago, Il., vs. C. M. & 
: et a 
Unjust and unreasonable rates on fresh meats and packing 
house products from Chicago, South St. Paul and Milwaukee to 
points in Michigan. Asks cease and desist order, just and 
reasonable rates and reparation. 
No. 16198, Sub. No. 10. W. D. Juday, Rhinelander, Wis. 
& North Western et al: 
Illegal rates, in violation of section 6, on carload shipments of 
potatoes from Three Lakes, Pelican and Woodruff, Wis., to Matti- 
tuck, L. I. Asks reparation. 


No. 16198, Sub. No. 11. Same vs. Minneapolis, St. Paul & Sault Ste. 
Marie et al. 


Same complaint and prayer with respect to shipments of potatoes 
from Starks, Wis., to Mattituck, L. I. 
No. 16198, Sub. No. 12. Same vs. Chicago, Milwaukee & St. Paul et al. 
Same complaint and prayer with respect to shipments of potatoes 
from Harshaw, Wis., to Mattituck, L. L 


No. 16198, Sub. No. 13. Same vs. Minneapolis, St. Paul & Sault Ste. 
Marie. et al. 

Same complaint and prayer with respect to shipments of potatoes 
from Rhinelander, Wis., to Mattituck, L. I. 

No. 16198, Sub. No. 14. Same vs. Chicago, Milwaukee & St. Paul et al. 

Sarae complaint and prayer with respect to shipments of potatoes 
from Harshaw, Wis., to Mattituck, L. I. 

No. 16198, Sub. No. 15. "Same vs. Minneapolis, St. Paul & Sault Ste. 
Marie et al. 

Same complaint and prayer with respect to shipments of potatoes 

from Starks, Wis., to Mattituck, L. L 
No. 16198, Sub. No. 16. Same vs. Chicago, Milwaukee & St. Paul et al. 

Same complaint and prayer with respect to shipments of potatoes 

from Harshaw, Wis., to Mattituck, L. I 
No. 16232. Diamond Coal’ Co., Fairmont, W. Va., vs. Monongahela et al. 

Alleges that defendants give undue and unreasonable prefer- 
ence and advantage to the Fairmont & Cleveland Coal Co. in 
connection with shipments of coal from its mine in West Vir- 
ginia, and that complainant is discriminated against in service 
to its mines. Asks cease and desist order and relief. 

No. 16233. Jacksonville Traffic Bureau, Jacksonville, Fla., vs. Alabama 
Great Southern et al. 

Unjust, unreasonable, preferential and prejudicial rates and 
charges in violation of the long-and-short-haul clause on all 
commodities from various interstate points of origin to Jackson- 
ville, Fla. Asks cease and desist order, just and reasonable rates 
or charges and reparation of $75,000. 


» vs. Chicago 
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This is working face of one of the 750 mines located on the Chesapeake and Ohio Railroad, which produce the famous 
New River (Navy Standard) Low Volatile, and Kanawha, Logan and Elkhorn High Volatile Gas and Splint coals, the 
Tidewater outlet for which is Newport News, Virginia, where the Chesapeake & Ohio Railway operates the most modern 
facilities for loading coal into vessels for coastwise and foreign destinations. For full information, address 


CHAMBER OF COMMERCE, Newport News, Va. 


F. M. WHITAKER, F. H. CUMMINGS, 

Vice-President, Traffic, C. & O. Ry. Co., Richmond, Va. Assistant Coal Freight Agent, C. & O. Ry. Co., Cincinnati, Ohio. 
A. M. DUDLEY, J. F. SHAFFER, 

General Coal Freight Agent, C. & O. Ry. Co., Richmond, Va. Tidewater Coal Agent, C. & O. Ry. Co., Newport News, Va. 


The modern method—Ship in Balsa Wood Boxes 


This lightest of known woods does away with the 
necessity of using ice, will not split or chip and 
delivers your goods in splendid condition. 


Ay a The inside of these boxes is insu- 
y fiat lated by the fibre structure of the 
wood, so that they are practically 
21 impervious to heat or cold. 


Use this up to date method in 
shipping perishables and semi- 
perishables. 


BALSA BOX DEPARTMENT 


The Fleischmann Transportation Company 


699 Washington Street 327 South La Salle Street 
New York Chicago, III. 
Baltimore San Francisco Buffalo 
St. Louis Langdon, D.C. Peekskill, N. Y. 


Seattle Boston Cincinnati 
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DOCKET OF THE COMMISSION 


, Note. Items in the Docket marked with an asterisk (*) are new, 
‘having been added since the last Issue of The Traffic World. Cancel- 
‘lations and postponements announced too late to show the change in 
‘this Docket will be noted elsewhere. 


* October 6—New York, N. Y.—Examiner Oberlin: 
?* Finance No. 1250—Missouri-Kansas-Texas reorganization. 


; October 6—Sioux City, Ia.—Examiner Copenhafer: 
* t.:and & No. 2215—Grain and grain products from Iowa and Ne- 
' braska to St. Louis, Mo., and related points. 
October 6—Chicago, Ill.Examiner Shanafelt: 
* © 11659—Marion & Eastern Railroad Co. vs, C. & E. I. R. R. et al. 


i October 6—Washington, D. C.—Director Mahaffie: 


Finance No. 3803—Excess income of the Lehigh & New England 
lroad Company. ) 


: October 7—Washington, D. C.—Examiner Davis: 
: Finance No. 4308—In the matter of the joint application of the Bell 
Telephone Co. of Pennsylvania and Morrison’s Cove Telephone Co. 
for a certificate of advantage and public interest. 
Finance No. 4309—In the matter of the joint application of the Bell 
Telephone.Co. of Pennsylvania and the Bedford-Fulton Telephon 
Co. for a certificate of advantage and public interest. 


: October 8—Washington, D. C.—Director Mahaffie: 
:* Finance No. 3859—Excess income of New York Central Lines. 


; October 8&—Argument at Washington, D. C.: 
: 14068—Hopeman Material Company et al. vs. Nor Pac. Ry. et al. 
: 4. and S. No. 1674—Gravel and sand from Barnesville, Downer and 
i Downer Pit, Minn., to Fargo, N. D. 
; 14162—Industrial Commission of North Dakota vs. Nor. Pac. Ry. 
: 14092 (and Sub. No. 1.)—South Carolina Produce Association vs. 
Aberdeen & Rockfish R. R. et al. 
Portions of fourth section applications Nos. 703 et al., filed by 
A. C. L. R. R. et al., In re rates on vegetables from points on 
; o. & Ie Te , A. Cc. L. R. R., Southern Ry. etc., to Virginia 
: Cities, Eastern and Interior Eastern Cities, Ohio and Mississippi 
‘ River crossings, C. F. A. territory, etc. 
a ey Carolina Asparagus Growers’ Association vs. Southern 
? y. et al. 
October 9—St. Louis, Mo.—Examiner Copenhafer: 


15761—Fifth and Ninth Districts Coal Traffic Bureau vs. C. R. I. & 
‘ P. Ry et al. 
H 


October 9 and 10—Argument at Washington, D. C. 
14940—Application of rates on cotton to gulf ports. 
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shippers are perturbed because of the possibility of this data being 
delayed until a short time before or even until the date of the hearing. 


Mr. Collier, replying to these suggestions, said the Trunk 
Line Association realized the necessity for furnishing informa. 
tion in a manner that the average shipper can use, illustrative 
of the relative class of rates and those which would result 
if the Commission should approve the proposed mileage sys. 
tem of making class rates. He said he expected to have the 
facts in the hands of the shippers in time for the hearing. 

It was said further by Mr. Collier that the suggestion for 
discussion by individual shippers with the general freight 
offices of the individual lines was sound and in harmony with 
the theory of the understanding with the National Industria] 
Traffic League, in that the first point of contact between the 
shippers and the railroads is not to be through the traffic 
associations but between the interested shipper and the respon- 
sible traffic official of the railroad. The trunk lines are acting , 
in good faith and any criticism that may arise will be found to” 
esult from the exercise of judgment and not any attempt 4¢ 
ke advantage_of the shipper, Mr. Collier decla§ed. Sf 


\ WESTERN TRUNK LINE RATES 


estern trunk lines are preparing, for pt@ic hearing, 
a basis for revised scale of class rates in Western’ Trunk Line 
territory which will be used in connection with the readjust- 
ment of rates under decisions of the Interstate Commerce Com- 
mission in I. C. C. 11388 and 13671, the so-called Indiana cases, 

A detailed statement of the basic figures from Chicago, 


St. Paul, and principal points of origin on and east of the Mis- \ 


sissippi River, to the Twin Cities, Missouri River, and interior 

points will be published in the Daily Traffic World, either Mon-, 

day, October 6, or Tuesday, October 7. This information will \\ 

also be distributed direct to shippers’ organizations, with date “| 

announced for public hearing, which will be within ten days. 
The unusually short notice for public hearing is due to 


the 
H ecessity for immediate action in compliance with the Co 
+ 13991—Weatherford, Crump & Company vs. Abilene & Southern Ry. ission’s decisions, it is explained. y 


et al. 


{ October 10—Argument at Washington, D. C.: 
12244—Corporation Commission of Oklahoma vs. Abilene & Southern 
Ry. et. al. (and cases consolidated therewith, including Docket 
Nos. 13518, 14927 and 14321). 
Fourth Section Applications Nos. 671 and 12291—Filed by Agent Le- 
land—In re rates on grain, grain products, seeds, hay and straw, 
between points in Oklahoma and points in Texas, et¢. 


October 13—Kansas City, Mo.—Examiner Barclay: 
15682—Missouri-Kansas-Texas Railroad Company vs. Kansas City 
Terminal Ry. 


October 13—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3652—Excess income of the Cambria & Indiana Rail- 


come on 


Company. 

October 14—Tupelo, Miss.—Examiner Hillyer: 
: 16115—Northeast Mississippi Traffic Bureau vs. A. & V. Ry. et al. 
+ October 15—Washington, D. C.—Examiner Turner: 
: ® Finance No. 3647—In re application under Section 15a of the Buffalo 
! & Susquehanna Railroad Corporation (adjourned hearing). 
{ October 15—New Haven, Conn.—Examiner Oliver: 
* 42066—Construction and repair of railway equipment (with refer- 
ence to equipment of N. Y. N. H. & H. R. R, and C. N. E. Ry.). 
i Conner 15—Fort Worth, Texas—Commissioner Cox and Examiner 
j Seal: 


{ 15584—Sinclair Refining Company et al. vs. A. & W. Ry. et al. 

: 15585—Miller Petroleum Company et al. vs. A. & W. Ry. et al. 
16065—Barnsdall Refining Company et al. vs. L. & A. Ry. et al. 
16066—N th Texas Petroleum Traffic Bureau vs. La. Ry. & Nav. 






Co. 
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j Further information on the proposed readjustments i SS 
; rates in Trunk Line teryitory, shortly to be undertaken 

, Commission, has been asked b er, traffic manager 
: for the N. Y. Merchants’ Association. R. M. Collier, chairman 
: of the Trunk Line Association, replying to this request, said 
the railroads were ready to co-operate with the shippers to the 
’ fullest extent. Mr. Chandler suggested a meeting of the ship- 
» pers’ committee with the trunk line committee. 

i On this subject Mr. Chandler said: 


It must be obvious that the carriers will have to submit to the 
interested shippers data in a form that can readily be checked. They 
cannot expect the shippers to work out for themselves comparisons 
between present and proposed rates, using the basis that has been 
submitted in the documents already distributed. The distance to be 


used and the groupings which it is pseu to adopt are very neces- - 


sary to an intelligent application of the proposed rates. In the 1922 
case there was a great hue and cry raised against the efforts of the 
carriers to use “India rubber’’ mileage. The shippers will want to 
know exactly what the effect of the Trunk Lines’ proposal will be on 
their traffic, and the data submitted is not sufficient to enable them 
to determine this. 

The suggestion that shippers take up with the general freight 
offices of the individual carriers the question of present 4nd proposed 
rates is hardly in line with what I understood was to be done when 
we discussed this subject last. The shippers are looking for the com- 
prehensive data that will be necessary to enable them to understand 
what the trunk lines are proposing. 

In 1922 the carriers submitted to the shippers mileages between 
all points in the territory as well as the proposed rates. They were 
able at that time to point out a number of errors in mileages, 

I realize, of course, that there is an immense amount of work on 
the part of the carriers involved in preparing this revision, but the 


A 
CONDITION OF EQUIPMENT 


Freight cars in need of repair on September 15 totaled 
212,412, or 9.3 per cent of the number on line, according to 
reports filed by carriers with the car service division of the 
American Railway Association. This was an increase of 2,303 
over the number reported on September 1, at which time there 
were 210,109, or 9.2 per cent. 

Of the total number, freight cars in need of heavy repair 
totaled 160,492, or 7 per cent, an increase of 2,292, compared 
with the number on September 1. Reports showed 51,920, or 
2.3 per cent, in need of light repair, an increase compared with 
September 1 of eleven cars. 

Class I railroads on September 15 had 11,758 locomotives 
in need of repair, 18.2 per cent of the number on line. This 
was an increase of 794 locomotives over the number in need 
of repair on September 1, at which time there were 10,964, or 
17 per cent. 

Of the total number, 6,439, or 10 per cent, were in need 
of classified repairs, an increase compared with September 1 
of 416, while 5,319, or 8.2 per cent, were in need of running 
repairs, an increase of 378, compared with the first of the month. 

Class I railroads on September 15 had 6,023 serviceable 
locomotives in storage, a decrease of 739 under the number in 
storage on September 1. 


UNION PACIFIC EXTENSIONS 


The Union Pacific has constructed two new branch lines, 
one in Oregon and the other in Colorado, to be in operation 
this year. The line from Fort Collins to Buckeye, Colo., a 
distance of 16.7 miles, was opened in September and shortly 
will be under complete operation. The branch from Crane to 
Burns, Ore., a distance of 30.2 miles, will be opened November 
1. Both lines tap agricultural districts hitherto hampered by 
restriction of transportation facilities, the Oregon region being 
under irrigation, and able to grow agricultural products, but 
so far given over to stock raising. The Colorado district 
reached by the new branch is rich in both agricultural and min- 
eral resources. 

The Union Pacific has increased its land holdings at Fort 
Collins, Colo., for industrial locations and has also increased 
its freight facilities at that point. 


EXTENSION OF LINE 
The Suncook Valley Railroad has applied to the Commission 
for authority to extend its line from Pittsfield to Center Barn- 
stead, N. H., a distance of 4.57 miles, by acquisition of the track 


from the Boston & Maine, which until recently operated the 
Suncook Valley line. 


CHANGE IN DOCKET 


Hearing in I. and S. No. 2199, protective service rules against 
cold on perishable freight, assigned for September 30, at Omaha, 
before Examiner Copenhafer, was canceled. 
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We want every 
traffic man to feel 
that this company 
is a part of his own 
organization — 
designed to serve 
him by expediting 
the delivery of I.c.l. 
shipments available 
for consolidation 
and lowering their 
costs. © %©% %®&9 





On your next l.c.l. get in 
touch with our nearest 
branch. They will quote 
you rates and dates that 
will interest you. 





TRANS-CONTINENTAL FREIGHT Co. 


Gen’! Offices: 203 So. Dearborn St., Chicago, Ill. 
East’n Offices: Woolworth Bldg, New York City 


BRANCH OFFICES 
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Do Your 
Trucks 
Cost 

or Save? 





HE need for a truck that is well nigh perfect is 

nowhere greater than in the truck transporta- 
tion industry. Your rolling stock is the life’s blood 
of your profits. 


Pick GMC’s for your fleet. They will save you a 
small fortune while others are costing you one. 
Their saving starts on purchase day. Vast volume 
and participation in the tremendous purchasing 


resources of General Motors Corporation enables General Motors 
GMC to establish a lower purchase price. 


GMC’s protect your income by keeping on the job Trucks 
indefinitely without dead time in repair shops. Tale TA 
Every GMC part is designed with surplus strength ed (G ; 





and built of the finest material available for the Sa 
purpose. Any GMC wearing part may be renewed 
again and again in a very short time. There is 


an easily renewable bushing or bearing at every ‘ ; 
wearing point. —————— Clip and Mail 





GMC ‘design is uniform through the models. A wr"'T aie aga Ga 
driver or mechanic who knows one, knows them all. shies 


Send me the GMC catalog. 


The first GMC in your fleet will be the first of 
many. Ask for a catalog. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
PONTIAC. MICHIGAN 





october | 1 
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SANTA FE $5,000,000 TERMINAL BUILDING 
The Best Known Business Address in Dallas 


Its appearance, exterior and interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 


this structure the logical location from which to serve this Trade Area—A Centralized Market for 
Southwestern Buyers. 





















The location is a time-saving ele- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 


UNIT 1—Nineteen-story modern 
office building and adjoining ten- 
story display room portion. 


UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 






UNIT 3—Cold storage warehouse 
for perishable products—1,500,000 
cubic feet capacity. 





UNIT 4, to be occupied by National 
Distributors. 










With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 







Contract for space by applying to 


DALLAS TRANSFER COMPANY, DALLAS 
SOUTHERN ICE & UTILITIES COMPANY, DALLAS 
TERMINAL BUILDING CORPORATION OF DALLAS 
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Service For Shippers 


Swift---Sure---Dependable 


Five daily through Fast Freight Trains hauled by giant new oil burning locomotives. 


Through Merchandise Cars Without Transfer from Chicago, St. Louis, St. Paul, Minneapolis, Minne- 
sota Transfer, Duluth and Superior to all Important points in the Northwest. 


Connection with steamship lines to Alaska, Puget Sound ports, Philippine Islands, Hawaii, China, 


Japan, India, Siberia, Australia and New Zealand. 


31 millions of dollars was expended in 1923 to make the Great Northern 
Railway’s 8,000 miles of track the finest railway property in America 
and to furnish shippers speedy, efficient freight service. 


The Great Northern Railway’s freight representatives named below are always ready to help you with 
ideas, suggestions and information enabling you to route your freight shipments the quickest and most ec- 
onomical way. Then too,they may be able to suggest new markets for your products. They receive daily 
passings of through carloads and will be glad to advise you regarding your shipments. Callon or telephone. 


a WASH., 
c. D. Thompson, D. T. A., 
212 Kulshan Bldg. 


BILLINGS, MONT., 
J. F. Kelly, General Agent 


BOSTON, MASS., 
Chas. H. Walker, General Agt. 
294 — St. 


aaa ey 
fg AY T. F.A., 
683 Ellicott Square. 


CHICAGO, ILL., 
T. J. Shea, Asst. G. F. A. 
226 W. Adams St. 


CINCINNATI, OHIO, 
J. H. Brinkman, General Agt., 
609 Traction Bldg. 


CLEVELAND, OHIO, 
F. P. Engel. General Agent, 
508-9 Hippodrome Bldg. 


HELENA, MONT., 
L. B. Woods, 





A. G. F. & P. A. 


ae 4 TEX., 
.- H. "Turner, S e 
1013 S. W. Line ; Bie. 


DETROIT, MICH., 
E. B. Clark, General Agent, 
619 Free Press Bldg. 


DES Page ye IA., 
heeseman, T. F.A., 
425 Kraft Bldg. 


— MINN., 
-R. "Carl, General Agent, 
428 W. Superior St. 


Baleas CITY, MO., 
J. Farrell, G. A. Frt. Dept., 
‘sie Railway Exch. Bldg. 


LOS ANGELES, CAL., 
J. W. Phalon, D.F.&P.A 
716 Cit. Nat'l. Bank “Bide. 


SEE AR OSS, MINN., 
A. Volkman, G. A. F. Dept., 
534 Met. Life Bldg. 


MILWAUKEE, WIS., 
E. A. Fradenburgh, Gen. Agt., 
810 Majestic Bidg. 


NEW YORK CITY, N. Y., 
H. G. Dow, Asst. G. F. Agt., 
Woolworth Bldg. 


PITTSBURGH, PA. 
G. Reigart, Com. Agt., 
214 Empire Bldg. 
PHILADELPHIA, PA., 
F. G. Smith, General Agt., 
409 Finance Bldg. 
eg & ORE., 
> ae Hunt, General Agent, 
201 Morgan Bldg. 
SAN PRA TeTe CAL. 
A. J. Aicher, Generali Agent, 
1009 Hearst Bldg. 
ST. LOUIS, MO., 


J. M. , Sanford, General A: 
3 Boatmen’s Bank Bide 


ST. PAUL, MINN., 


G. H. Smitton, Freight Traffic Manager. 





ST. PAUL, MINN., 
Wallace D. O’Brien, G. A.F.D., 
SEATTLE, WASH., 
H. W. Costigan, G.A. F. Dept., 
506 Alaska Bldg. 
— CITY, IA. 
P. J. Donohue, 
516 Nebraska St. 
et a WASH., 
ewters, General Agent, 
Davenport, Hotel. 
TACOMA, WASH., 
D. G. Black, General Agent, 
108 So. Tenth St. 
TORONTO, ONT., 
H. E. Watkins, General Agt., 
202 Webster Bidg. 
a 
win e, Gener: en 
607 Hastings St. ‘ 
beet x x MAN., 
T. Hetherington, D.F. & P.A. 
226 Portage Ave. 


SEATTLE, WASH., 
M. J. Costello, W. T. M. 
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‘Your consuming Markets 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


CHICAGO 


\ 


ENNSY LVA Nig 
RAILROAD 
SYSTEM 


Western Warehousing Ce., Chicago, II Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. 


Philadelphia Tidewater Terminal, Philadelphia, P. 
Keystone Warehouse Co., Buffalo, N. Y. Vi ‘ 


PRE POMEL AE 
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United States Government 
Freight Services 


North Atlantic Ports to Europe and Africa 


AMERICAN MERCHANT LINES 


New York to 
Weekly Sailings 


Baltimore to 
Hampton Roads 
Two Sailings a Month 


Philadelphia to 
Boston 


London 


London 
Hull 
Leith 
London 
Hull 


Leith 
Two Sailings a Month 


J. H. WINCHESTER & CO., (Inc.) 
17 Battery Place New York City 


Managing Operators 


BULL LINES 


North Atlantic Ports 
to 
South and East African Ports 
Monthly Sailings 
West African Ports 
Monthly Sailings 


A. H. BULL & COMPANY 
40 West Street New York City 
Managing Operators 


ORIOLE LINES 


Philadelphia 
ampton Roads 
Baltimore 


Glasgow 
to Cardiff 


Avonmouth 
Two Sailings a Month 


Liverpool 


Baltimore Manchester 


Hampton Roads a Avonmouth 
Boston Cardiff 
New York Belfast 


or 


A Sailing every Ten Days 


CONSOLIDATED NAVIGATION CO. 
22 Light Street Baltimore, Maryland 
Managing Operators 


AMERICAN SCANTIC LINE 


New York, Boston, 
Baltimore 


to 
Copenhagen and 
Helsingfors 
Two Sailings a Month 
MOORE & McCORMACK CoO., 


(Inc.) 


New York City 


Managing Operators 


5 Broadway 


COSMOPOLITAN LINES 


New York to Rotterdam 

A Sailing every Twenty Days 
Baltimore 
Hampton Roads 
Philadelphia to 
New York 


Three Sailings a Month 


Philadelphia - 
New York 


A Sailing every Twenty Days 
COSMOPOLITAN SHIPPING CO., 


ne.) 
42 Broadway New York City 
Managing Operators 


Havre 
Dunkirk 


Bordeaux 
St. Nazaire 


UNITED STATES LINES 


New York to Southampton 
A Sailing every Three Weeks 
New York 


to 
Bremen 


Weekly Sailings 
UNITED STATES LINES 


45 Broadway New York City 
Managing Operators 


BLACK DIAMOND LINES 


Philadelphia - Rotterdam 
New York Amsterdam 
A Sailing every Twenty Days 
=" to Antwerp 

Two Sailings a Month 


Rotterdam 
Antwerp 


Baltimore 
Hampton Roads to 
Boston 

Two Sailings a Month 


BLACK DIAMOND STEAMSHIP CORP., 
67 Exchange Place New York City 
Managing Operators 


AMERICAN EXPORT LINE 


North Atlantic Ports to all Mediter- 
raneanPortsincluding Adriatic, Black 
Sea and Levant Ports, French Med- 
iterranean, West Coast of Italy. 
Two Sailings a Month 

North African Ports with Mediter- 
ranean or Adriatic Ports as offers. 

Monthly Sailings 
Greek, Black Sea Ports and Constan- 
tinople. Monthly Sailings 
Malta, Greek Syrian Coast Ports and 
Alexandria. — Two Sailings a Month 


THE EXPORT S. S. CORP., 


25 Broadway New York City 
Managing Operators 


YANKEE LINE 


Baltimore, Hampton Roads, 
Philadelphia, Boston 


to 
Hamburg and Bremen 
Two Sailings a Month 


ROGERS & WEBB 
110 State Street Boston, Mass. 


Managing Operators 


For sailing dates and general information call or write the operators or 


J. T. SMITH 


1417— Ist Nat'l Bank Bldg., Detroit, Mich. 


R. J. WHITMIRE 
314—2nd Ave., South, Minneapolis, Minn. 


J. Ss HOUSTON 
218-20Cotton Exchange Bldg., Memphis,Tenn. 


G. M. BUSH 


519-20 N. Y. Life Bldg., Kansas City, Mo. 


F. L. JORDAN 


921-922 Planters Bldg., St. Louis, Mo. 


T. PARK HAY 


827-8 Marquette Bldg., Chicago, III. 


United States Shipping Board Fleet Corporation 
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6} driver is an important factor in 
the service an owner gets from his 
truck. The exclusive International Steer- 
ing Gear design permits the driver to sit 
behind his wheel as comfortably as in a 
passenger car, and to handle his truck as 
easily—and it is done without losing an 
inch of loading space. More evidence of 
International advanced construction— 
ask any International driver about it. 


Ask him, too, about the engine accessi- 
bility that makes minor adjustments 
and oiling the easiest kind of job. 
Ask him how it rides and he will tell 
you, ‘‘Great!—under any kind of load.’’ 
Auxiliary rear springs are an Interna- 
tional feature. He will tell you of these 


and many other things he likes about an 
International. 


Most important of all, he will tell you in 
most emphatic terms that it is a real 
truck. It is—it’s the kind of truck you 
would expect to be built by an institu- 
tion that has built trucks for twenty 
years and whose manufacturing experi- 
ence goes back almost a hundred. 


International Heavy-Duty Trucks are built in 
3000, 4000, 6000, and 10,000 pound maximum 
capacities with bodies to meet every require- 
ment. There is also a sturdy Speed Truck for 
loads up to 2000 pounds. Motor Coaches are 
supplied to meet every passenger transporta- 
tion need. Upon request we will gladly supply 
you with information desired on any models, 
and the address of the nearest showroom where 
the full line of new models is on display. 


INTERNATIONAL HARVESTER COMPANY 


606 So. MICHIGAN AVE. 


OF AMERICA 
(INCORPORATED) 


CHICAGO, ILL. 





Consider the Men Who Handle Your Trucks 


| INTERNATI 101 NAL 
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HE efficient farmer builds and repairs his 
"Mauda and ditches, enlarges or repairs his 
buildings and puts his farm machinery in or- 
der, not during plowing or seeding or culti- 
vating or harvest seasons, but between these 
seasons. He effects a distribution of work 
which accomplishes a balance and avoids in- 
terference of each form of his activity with 
any other. His ability thus to carry on pre- 
supposes not only expert knowledge of his 
business but some surplus cash and credit at 
the bank. The farmer who has to wait till 
harvest before he can raise money to put a 
tight roof on his granary or mend a broken 
wagon will not make a shining success, what- 
ever his knowledge of agriculture. 


Railroading, second only to agriculture in size, 
is a highly organized industry, but many prin- 
ciples of good farming apply also to good rail- 
roading. The efficient railroad manager would 
be glad, like the efficient farmer, to avoid sea- 
sons of peak traffic in planning the building 
of new track, enlarged terminals, new equip- 
ment, shops, etc., ballasting, reducing grades 
and curvature, and all other activities of an 
expansion program. His opportunity to do so, 
as in the case of the farmer, requires ready 
cash and sound credit. When a railroad must 
wait for heavy traffic to build tracks and buy 
locomotives and cars to haul heavy traffic, the 
best railroading will not be done. 


The public demands and requires constant 
expansion of railroad facilities to handle the 
country’s rapidly growing commerce and ex- 
pects that this will be provided with a min- 






A Stabilizing Industry 


Stabilized Railroads Would Stabilize Other Industries 













imum of interference with the movement of 
the people’s traffic. Obviously, this will be 
accomplished more expeditiously and econom- 
ically not during but between periods of great 
activity in other lines of industry. 


So accomplished, not only is interference with 
and interference from other forms of industry 
minimized, but railroad construction and ex- 
pansion thus handled acts as a balance wheel 
and counterpoise for the fluctuations in other 
forms of industrial effort. It provides activity 
for dull periods, takes up the slack in labor, 
provides a market for lumber, steel and other 
materials, puts money into circulation which 
revivifies other industries and acts as a shock 
absorber and stabilizer of the swings between 
periods of general business activity and periods 
of quiet. With the turn in the business cycle, 
the railroads, laying aside their expansion pro- 
gram, reducing their heavy material orders 
and releasing labor to other industries which 
then require it, are able to devote their entire 
energies and facilities to their regular job of 
carrying the nation’s commerce. 


The reverse of this picture means peak traffic 
and heavy construction going on _ simulta- 
neously, delayed materials, labor shortage, 
traffic congestion, increased costs, heavier 
capital outlay, maximum interference with 
other industries, and emphasizing and aggra- 
vating the height of the wave and depth of 
the valley marking the ebb and flow of the 
business cycle instead of minimizing these 
fluctuations. 





J XPANSION of transportation facilities should provide 
the country’s greatest stabilizer. And it would be so if 


the railroads were permitted to accumulate a surplus in 
prosperous years to be drawn upon for expansion and heavy 
repairs in slack years. If we could only railroad as intelli- 
gently as we farm! We could, if we could all remember 
that in many business aspects a railroad is not much different 


from a farm. 
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